





fii baie ale 


ee 





Abbett cA ASG 


Asie a APOE Ma tah tS: 


wth ees 


lars al eta Rabat tah 


<n eR Bs 


NL Aha te. 


3 
q 
{ 
5 
5 





Marcu 8, 1878] 








| 


FRIDAY, MARCH 8, 1878, 


Decisions of Disputes between Railroad Companies 


by the British Railroad Commission. 


We have already published a part of the last report of this 
Commission, which gives a summary of some of the traftic 
questions decided by it. Below will be found the part to 
refer to its trials of questions in which both parties were 
railroad companies: 

20. The settlement of disputes which might otherwise be 
decided by arbitration is an important branch of our duties, 
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‘ed sense than that adopted by the Staines & Wokingham | this the Caledonian made no objection; but for the Perth 
| Company, and that the works were such as a company bound | traffic the carriage was to be a Pullman sleeping car, weigh- 
| by the traffic act to afford reasonable facilities for traffic | ing 21 tons and carrying 22 passengers, and the difference in 
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re- | weight and number of places between this car and an ordi- 


could not but require, and were to be regarded as —s 
quired in pursuance of that and of other acts to which we | nary saloon carriage or composite, was more, the Caledonian 
referred. | Company argued, than could be allowed between carriages 
21. In August, 1876, in the case between the Torbay & | that were to be run to give equal accommodation. They 
Brixham Railway Company and the South Devon Company, | also calculated that on their railway one or two passengers 
we required the South Devon to account to the Brixham | would be the ordinary load, and that what they would 
Company for terminals at the usual rates on the s they | receive by mileage out of the through fares would not pay 
had carried to and from Brixham during the eight years | them for the expense of running the car. We pointed out, 
they had worked the Brixham line as its owner’s agents. | however, that, admitting this, there was still the obligation 
The same parties were again before us in March of the pres- to give through ae as far as might be reasonably re- 
ent year on acomplaint of the Brixham Company, that in | quired, and on the whole we decided that it might reasonabl 
preparing the amended accounts for the previous eight years | be required that the Caledonian should carry forward a Pull- 
the South Devon had char, much more than before for | man car, if the North British undertook to pay them their 
the working expenses, and also made deductions from | mileage proportion of eight fares asa minimum payment 
the terminals which our order did not warrant. At the | per “a 
hearing the new items in the working expenses were with-| 23. We stated in our last annual report that no order had 
drawn, and after deciding the other points in difference we | been drawn up in the case of the East London Railway Com- 
directed the amount due for terminals to be ascertained and | pany v. the London, Brighton. & South Coast Railway Com- 
paid to the Brixam Company within a month. | pany, the parties being, it was understood, willing to give effec . 





























GILBERT ELEVATED RAILROAD, CORNER OF TENTH STREET AND SIXTH AVENUE. 
Showing the method of erection employed by the Keystone Bridge Company. 


and some of the cases referred to us during 
were of considerable difficulty. 


In the London & Southwestern Railway Company v. the to arrange for conveying, without of carriage, by 
otal ebewy Company, the one train each be) A A over their ‘Scottish Central (Lar- 
Staines & be dy mage ag Railway Company had been leased | bert to Perth) and i 

the Southwestern Company, and the lease | railways, passengers traveling to or from the South via the 
other ‘work the lessors should exe- 


Staines, Wokingham & Woking 


under an act to 
provided amon; 
cute “‘all such additional wor 
with the demised railway, an 


the acts from time to time in force, with 


line to be worked with ter safety. There was no 

about the works bei ailin the category of 

but the Staines & Wokingham Com 

the works were not “‘required in pursuance of any 

wre | — = oe as the 
execute or to pa' cost 

the word “ required P 


the past year | a. - In the Caledonian Railwa: 


running 
if any, in and in connection | through carriages on those railways for the convenience of 
; r for land-owners and others, passengers using either the East Coast 
as might be from time to time required, in pursuance with | Coast route between London and Scotland, 
i to the man- Scottish Railways 
agement, working, uses and maintainance of the railway, 
and the works and traffic thereof.” In the course of nearly | by those acts, all usual 
20 years since the lease had been made the traffic of the line | be reasonably 
had greatly increased, and some additional works had been 
provided, and others were required to be provided, to give 
accommodation to the increased traffic, and to enable the 


dispute | East Coast and competing weil, « 
necessary works, | so, and that in view of ti 
pany sonia that 

of acts,” and 
. We dockied that 
; e 
” was used in the lease in a less restrict= 


| to our decision without its terms being put into the form of an 
order. The usual course, however, was afterward taken, 
and an order drawn up and issued, but subsequently there 


Company v. The North 
ritish Railway Company, the edonian had notice 


were new points of difference, and the subject of the work- 
ttish Northeastern (Perth to Aberdeen) | ing of the London line came again before us on fresh 
i polesences (London & Brighton Company v. East London 


Midlan Company, and East London Company v. London & Brighton 
e~ Comnany her mdix No. 19). e original complaint had 
been that the Brighton Company did not properly facilitate 
the transmission of passenger traffic to or from the East 
London line from or to places on their own line, and in par- 
ticular such places as Brighton, Croydon and Victoria ‘as- 
rs had to exchange trains at the New-Cross or Old Kent 
junctions, and the trains were not in good connection. 

| This we had ordered to be remedied, and upon the question 
whether what the Brighton Company had since done pursu- 
ant to the order was a compliance with it or not, we were of 
opinion that it was. They put on a fast service of trains 
at suitable hours of the day between Liverpool street, via 
the East London, and Brighton and Croydon, and for other 
through journeys via New-Cross they e such connec- 
tions in the times of trains as left no ground for complaining 
of delay at that =. They had been less successful at 
ut they undertook to give an equally good 


orth British route. They were 


route or West 
ons the 
tion acts, 1865 and 1866, they 
ttish East, Coast traffic, as defined 
facilities, including, as far as might 
required, and also any 
greater facilities and advan‘ which they might grant to 
competitive traffic. The N British Company contended 
that the traffic to which their notice referred was Scottish 
and we decided that it was 
to like facilities for such 
traffic, they could require that it should be forwarded through 
to and from Perth and to and from Aberdeen without change 
of carriage. . This, however, was not the only pojnt in dis- 
Rite, For the Aberdeen service the thro carriage the 
orth British proposed to supply was a composite, and to | Old Kent road, 


| were bound to grant to 
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exchange service on that branch of the East London line if 
they might remove the place of transfer from Old Kent road 
to another station where they more space. This we 
thought reasonable if they paid the expense of removing, 
and it has since been carried out. The East London Com- 
pany, however, claimed on this occasion to have their line 
wor ~y hog ay in ———— with, but - -: 9 
part of the Brighton system, it being impossible, they said, 
that the traffic of their line should be developed so long as it 
was merely worked as a branch with local trains. But the 
reference to us was as to the meaning of an agreement, and 
we had no a to enjoin the Brighton Company to adopt 
the mode of working desired by the East London Company 
if it was not the mode the parties had intended, which, as we 
construed the agreement they had entered into, we could not 
consider it to be. 

24. The Sevenoaks, Maidstone & Tunbridge Railway Com- 
pany v. the London, Chatham & Dover Railway Company 
(Appendix No. 11) was of a complicated character to deal 
with. The Chatham & Dover Act, 1869, enacted that the 
Dover Company should work the Sevenoaks Railway as an 
——— J of their undertaking, and that what the rental 
of the Sevenoaks Company should be should be determined 
by Lord Salisbury and Lord Cai 


be the balance of the aggregate amount of all receipts from 


local traffic and a proportion of the receipts from through | 


Cairns as arbitrators. Their) 
award (August, 1870) was to the effect that the rental should | 


GILBERT ELEVATED RAILROAD, CORNER OF GRAND STREE 
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be given to the expression actual cost as usedin the award | 


of August, 1870,and with their views upon this point we 
were unable to agree. They seemed to consider that actual 
cost meant what the Sevenoaks line actually cost the Dover 


prs, ped to work after allowing for what was gained or | al 
sav 


on the Dover Company’s own line through the two 
lines being worked in conjunction. Such gains could have 
been taken into account under the Arbitration Act, 1869, 
“but not, we thought, under the award. The award, as it 
seemed to us, ignored them, and as power to go behind the 
award in matters with which it had expressly dealt was not 
among the pees given us by the Act of 1874, we limited 
the point of view from which we examined the accounts to 
seeing that nothing was charged to the Sevenoaks Company, 
which was not a real expense of working and maintaining 
| their railway, and that the division of expenses incurred on 
joint account was made upon an equitable basis. What ‘‘ac- 
tual cost” meant, not being a question of law, we could not 
accede to an application for a case on that point which was 
made by the Sevenoaks Company, but we granted them (Ap- 
pendix, No. 15) a case on some other points which were 
raised as to the construction of the award of 1870, and the 
bearing upon it of the Act of 1869. None of the cases 
anted by us have as yet been argued before the High 
ourt. 
25. We approved five working agreements under section 
10 of the Act of 1873. None of them were opposed, but in 
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whole art of eng than the slight impression made by 
clear ideas of certain of its leading elements upon the public 
and even upon circles which call themselves profession- 


Among these elements is the subject of rates. The at- 
tempts are continually renewed to establish a “‘reculative” 
tariff, one ‘‘giving bases,” or ‘introducing uniformity,” 
sometimes by agreement, sometimes by the administration, 
and sometimes even by legislation, generally to see the la- 
boriously-created system destroyed almost at the moment of 
its production by the countless swarm of exceptions and 
special regulations, caused by the inexorable require- 
ments of traffic. These attempts almost all rest on misunder- 
standings and confusion, against which it isa duty to contend 
constantly, ever repeating what has been said over and over 
again. These ene have come down to us in- 
sensibly with new ideas of the oldest of regulated transpor- 
tation enterprises—the post-office service—and have long 
been part of our flesh and blood. Many of those who advo- 
cate government ‘“ regulation,” or at least ‘‘ influencing” of 
the railroad freight tariffs, adduce in reference to its pos- 
sibility the exact tariffs of the mails and telegraphs, and 
remind us of the rigidly executed systemization of the mail 
coach passenger rates. They forget then that the mail 
transportation is in its essence totally different from railroad 
| transportation. 


T AND SOUTH FIFTH AVENUE. 


Showing the method of erection employed by the Edgemoor Iron Company. 


traffic, after deducting the actual cost of the maintenance 
and working of the railway. There was an arbitration 
clause in the award, but it referred only to differences on 
matters of account, and other differences besides, having” 
arisen between the two companies, the Crvstal Palace and 
Sevenoaks Railways Act was passed in 1874, by which any | 
difference with respect to the working and maintaining by | 
the Dover Company of the Sevenoaks Railway Company as | 
an integral of the Dover Company’s undertaking, ac- 
cording to the letter and spirit of the arbitration act and 
award, and also any question which under the award could 
be referred to arbitration, were from time to time to be re- 
ferred to us. The railway was worked under the arbitration 
act and award from June, 1870, and according to the ac- 
counts rendered by the Dover Company, the expenses 
of the railways were more its receipts, the 
cost of working and maintenance for the six and 
a half years to December, 1876. exceeding the ag 
gregate gross receipts by £16,548. The Sevenoaks | 
Company, however, refused to admit these accounts as | 
true accounts of “actual cost,” and referred this and 
other differences to us for decision under the Act of 1874. 
They were successful in showing that they had been 
debited with some _ considerable expenses which pro- 
rly belonged to the Dover Company, and that as to several 
items in the accounts in which their share had been found by 
apportionment, due allowance had not been made for the 
difference in the rates of expense of a branch and a main 
line respectively; but their chief point was as to the force to 


the case of the Bromley Direct Railway Company and the | 
Southeastern Railway Company, we observed that there | 
was no authority given by the special act for some of the 
purposes of the agreement, as, for instance, for the fixing by 
the Southeastern Company of the rates and fares to be | 
charged on the railway of the Bromley Company, and we | 
approved this agreement therefore only so far as its terms | 
were authorized by the special act. 


26. In the past year, as in previous years, there were seve- | 


ral cases which were settled without a hearing, and in which 


we postponed the hearing from time to time in order that | 
they might be arranged. It is best occasionally that the 


subjects of cases should be thus disposed of, but the neces- 
sary impulse would be wanting but for the power in reserve 
to call upon us to interfere and perhaps, too, in some cases so 
would be the necessary means of coming to terms of accom- 


modation but for such full and accurate statements as parties | 


are careful to have prepared for our consideration. 


Government Regulation of Rates. 


Baron Von Weber, who has been a Government railroad 
officer most of his life, and has served as such in Saxony and 
Austria, and now, it is reported, is about to have a place in 
Prussia, writes as follows in a recent memorial on local rail- 
roads prepared, it is said, at the instance of the Prussian 
Minister of Commerce: 





The objects which mails (or the telegraphs) carry do not 
change their value through the transportation. A hundred 
weight of coal, a hundred weight of grain, on the other hand, 
becomes a wholly different object of value through the trans- 
portation, 


Railroad transportation therefore is a peculiar industry 


| which by the addition of the value of the work of transpor- 


tation produces new values in the object transported, and it 
must t. fore be treated as an industry according to mer- 
cantile principles. 

The post-office (or telegraph) transportation, on the other 
hand, is nothing else than a medium of intellectual commu- 
nication without modification of the value of the object 
transported, and therefore it quite properly forms a func- 
tion of the Governnient. 

The railroad tariff rate therefore is an article of com- 
merce, whose commercial value must rise and fall with the 


| accidents of production and values, and the possibilities of 


carrying cheaper or dearer by the addition of higher or 
lower prices for transportation to the value of the object 
transported, in order to keep the latter marketable. e 
more complicated the circumstances affecting the market 
value of the transportation become by the lessening of the 
spaces in the network of transportation lines, the more easily 
and quickly ch ble must become the whole manipula- 
tion in the entire field of inland transportation rates, and so 
much more must it keep the character of a commercial 
transaction, 


Nothing shows more glaringly the youthfulness of the 
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Sontributions. 








Commercial Travelers’ Facilities. 





The United States Commercial Travelers’ Mutual Associa- | 
tion, Co-operating with the Commercial Travelers As- 
sociation, of the State of New York, the Merchants and 
Salesmen’s Association, of Philadelphia, and the New 
England Association, of Boston. 

No. 107 Duanz Street, NEw YorK, March 1, 1879. 


To THE EDITOR OF THE RAILROAD GAZETTE: 

Inclosed we send you a copy of the constitution and by- 
laws of this Association. From this you will see this is not a 
money-making institution, but formed to make arrange- 
ments, throughout the country, with railroads, that those 
who are bona fide commercial travelers should be consid- 
ered on a different basis than those persons who travel per- 
haps only once a year, and then not on any business that 
will be of any more interest to railways. The commercial 
men are traveling most of their time, and the business they 
transact the railways receive a direct benefit from. The 
rates now charged are ruining business men, and travelers 
are obliged to withdraw from the road on account of 
heavy expenses. Scalp-ticket dealers do an immense busi- 


ness all over the country, and will continue to doso at the ex- | 


pense of railroad and commercial men, and it is to avoid and 


do away with as many of these evils as possible, that we ask | 


railway managers to issue ‘‘commercial travelers’ tickets” 
y s 


at their principal stations at the rate of two cents per mile, 
and allow two hundred pounds of baggage free, and for ex- 
tra baggage to issue coupon baggage books of 250 and 500 
miles each, and charge such baggage at the rate of fifty cents 
per 100 Ibs. for 100 miles. To protect the railroads from 
abuse, we issue a ‘‘ commercial travelers’ certificate” to those 
only who are commercial men and vouched for as such, this 
to be presented when the party holding it requires tickets or 


baggage books, and their name and number of their certifi- | 


cate is written upon them by the station-master. 

We send to every railroad we make arrangements with, the 
name of every member of this Association, the number of his 
certificate, the firm he travels for, and where they do busi- 
ness, so that when such person applies for tickets, the rail- 
ways have this full description before them, thus checking 
any attempt at fraud. Should any member be reported to 
us as attempting to defraud the railways in any shape by 
breaking their rules, their certificate is cancelled, and they 
forfeit all claims. Every manager will see by allowing such 
reductions it will put a check on the scalp-ticket business, 
and directly help the commercia] traveler, and at the same 
time every member is interested in seeing such arrangements 
faithfully carried out. Another object of this Association 
is to establish reading rooms in all the large cities for their 
members. C. E, CHANNELL. 

[The certificate of association of this society, as it 
appears in its printed constitution and by-laws, says: 

‘That the particular business and objects of such associa- 
tion are to make arrangements with colkeadiie. hotels, steam- 
ships and steamboat companies, to obtain all privileges other- 
wise that may be for the best interests of its members, and 
to create a fund for the purpose of establishing a i 
room and library for their benefit, under such rules and reg- 
ulations as may be established under the by-laws of the as- 
sociation.” 

Among the directors and members of the’ advisory 
board appear the names of partners and employes of 
many of the leading firms of the city, and the society 
appears to be actually what it represents itself ‘to be, 
and to be trying carry out its declared purposes in a 
legitimate way.—EDITOR RAILROAD GAZETTE. | 





The Business of New York as Affected by Railroad 
and Terminal Expenses. 


On the afternoon df Thursday, Feb. 28, the Committee of 
Railroad Transportation of the Chamber of Commerce of 
the State of New York made its report, after having had an 
interview with the railroad managers ot the Erie and New 

York Central roads, as reported last week. This report was 
signed by Charles Stewart Smith, Jackson 8. Schutte, B. B. 
Sherman, Francis B. Thurber, Charles C. Dodge, W. A. 
Booth and Benjamin Arnold. They say that ‘‘ the investiga- 
tion of the subject, to which they have given much patient 
consideration, impressed your committee at the outset, that 
bad city government, enormous taxation, miserably-paved 
and dirty streets, insufficient and expensive terminal facili- 
ties, and, more recently, ayreive railroad discriminations, 
all combined, have made New York the most expensive city 
in the world in which to do business. Asa result, we are 
compelléd to face the fact, that competing points, with far 
less natural and acquired advantages, wed wey wre securing 
> ren which naturally and righ y belongs to New 

Ork. 

“The jobbing trade for years past in this city has been less 





remunerative than at other points; it has already left the | 


city to an alarming extent, is yearly decreasing, and the 
large trade in heavy and bulky articles, such as metals, salt, 
chemicals, cordage, and the like, is ering a ruinous com- 
petition, because of discriminati freights to the West 
against New York. The combination known as “the pool” 
lines, which includes the New York Central and Erie rail- 
roads, has, by common consent, established a schedule of 
rates on western-bound freight, which uniformly discrimi- 
nates against New York in favor of Philadelphia and Balti- 
more to an extent of 7 to 10 per cent. on the Nifferent classi- 
fications of freight, while to Boston are conceded the same 
rates to the West as from New York, over the Erie and New 
York Central lines. It is also true that our trunk lines have 
conceived it to be for their interest at times to allow dis- 
criminations against our commerce, and for longer or 
periods, as enormous as 50 to 60 per cent., thus depriving 
= ——— ~~ valued and established business 
and diverti e same to other and competing points. 
“Our trad has also, at times, gri suffered in this 
city a most oppressive discrimination, by means of a combi- 
nation between the foreign lines of steamships arriving at 
this port and our trunk lines of railroads. Heavy articles 
freight, such as metals and the like, have been forwarded to 
points 1,000 miles or more West, at actually lower rates than 
the same freight could be brought by the same steamer and 
landed in a warehouse in New York. A similar discrimina- 


to 
of | ing of depots, and the increase of Yani 
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tion against New York has existed in the matter of ship- 
ments from the other seaboard cities to Live’ 

“The committee are also in possession of facts regarding 
discriminations, by means of ‘ under weights,’ and gross dis- 
criminations in the matter of classification. Your committee 
have abundant testimony that the railroads —— in 
competing cities have greatly favored the merchants of their 
own cities by evading the classification. An important dis- 
crimination, also, against the jobbing trade, particularly of 
this city, is in the form known as the.special contract system, 
by which wholesale houses in the interior are given rates 
from 50 to 75 per cent. cheaper than the general public.” 

The committee say that they have satisfactory evidence of 

| cases of discrimination referred to in schedules accompany- 
ing the report, which may sometimes have been made with- 
out_the knowledge of the leading officers of the railroads, 
andi&ometimes by the dishonesty of shippers. They regard 
the administration of the re ited the railroads by 
the State of New York, and the obligations of the roads to 
' the commerce of the city and State as the most important 
' factor in determining the future of the commerce of the city. 
They believe these powers and obligations can be regulated 
by legislation, both by the State and the United States. They 
express obligations to Mr. Vanderbilt and Mr. Jewett for 
| courteous attentions, but report no immediate result of their 
conference with them, save a promise to consider the changes 
in classifications asked for and remedy any evasions of the 
|regular tariff. They claim that New York should have 
| rates as low on west-bound freight, as those of Philadelphia 
| and Baltimore, or even lower, oy he that the greater amount 
of business counterbalances the longer distance, and that the 
New York Central can haul freight at less expense than the 
Pennsylvania and Baltimore & Ohio. With regard to ter- 
minal facilities they say: 

“In the matter of terminal facilities for this city, your 
committee are ready to admit, that the railroads centering 
|in our city have not received from our city authorities, nor 

from our merchants nerally, that assistance to which 
| they are justly entitled, and which a regard for our own 
commerce imperiously demands; we have been far behind 
| our sister cities in this important regard, and we cannot too 
| strongly impress — the Chamber the duty of urging this 
|matter upon the Mayor and other authorities of our city. 
Your committee are of the decided opinion that the railroads 
centering in our city, and the steamship lines running regu- 
larly to this port, should be most generously treated in the 
| matter of dock facilities; and unless this policy is adopted 
we cannot retain our present mercantile supremacy.” 
| They also recommend that the application of merchants 
| made Yast July to the Board of Aldermen to permit the haul- 
| ing of freight cars by steam over the Belt ilroad during 
| certain hours of the night should be granted, and that the 
| railroads should have permission to lay freight tracks to 
| their docks. 
| With regard to legislation, the committee deprecate laws 
| depriving the railroads of the conduct of their own property, 


|or extreme legislation like that of some of the Western | 


| States. 


| The combination or “pool” at New York is declared not 
to in- | 


| to have secured justice to New York shippers, owi 
direct and secret evasions on the part of some of the lines in 

| the combination and lack of harmony with the Canada lines. 

| In conclusion the committee offered the following resolu- 

| tions: 

\* “ First—Resolved, That the Chamber of Commerce of the 

| State of New York, do earnestly request our Legislature to 

j appoint immediately 

| powers, whose duty it shall be to inquire what, if any, legis- 


| tion is necessary to protect and extend the commerce of | 


our State; also, to inquire into and report concerning the 
wers and ob’ 

| State, and that said committee be instructed to take testi- 
| mony in the City of New York, and to report by bill or other- 
| wise, during the session of the nt Legislature. 

| ** Second—Resolved, That the Committee on Railroad 
|T rtation be and hereby is instructed, to cause to be 
| in uced in our Legislature a concurrent resolution in ac- 
| cordance with the above.” 


| LETTER FROM PRESIDENT VANDERBILT. 


~ The committee also submitted to the Chamber the follow- 
wr addressed to their chairman by Mr. Wm. H. Van- 
| derbilt: 
| ‘You ask me to give you my views upon the peculiar diffi- 
| culties and disadvantages attending the receipt and ship- 
|ment of merchandise at this port. Cities, like railways, 
| must offer equal facilities with their competitors for business. 
| Within the past ten years, Philadelphia and Baltimore have 
| made — progress in competing for foreign and home 
| trade. They have granted to their railroads the most liberal 
| privileges in the use of streets, docks and water fronts, and 
ve furnished them every assistance for the erection of 
| warehouses and elevators, and the establishment of steamer 
| and other lines. Asa natural sequence, the imports and ex- 
| ports at those cities are constantly ——e and will con- 
| tinue to increase at the expense of New York, until New 
| York shall see its r and freely offer the same facilities 
| for commerce. The New York merchant is subjected to a 
| terminal charge of from 70 cents to $1 per ton, a burden 
| from which his Philadelphia and Boston rivals are free. It 
—— to the interest of the Baltimore & Ohio and the 
| Pennsylvania rai carrying goods upon a pro rate of 
| the Baltimore or Phi sight mllate to take them to those 
| ports, rather than to New York, and deliver them to the 


| consignee, without this terminal charge; and, from this P® 


| cause, leaving out other and local influences, it is to their 
| interest to divert trade from this port; for here comes 
|always this exceptional tax, in the shape of a terminal 
| charge, affecting every ton of freight delivered in this city, 


|and amounting to about $10 a car in excess of the same | 


| freight delivered at either Philadelphia or Baltimore. 

ae a meg ang’ — around this ~~ has been granted 
| to it by the State for the purpose of improving, increasing, 
| and extending the commercial facilities of the Metropolis. 
| This property is a trust, to be used, not to secure a tempor- 
;ary income, but to be so admi red as to enlarge and 
| cheapen the business of this port. But the city, relying upon 
| its natural and other advantages, has always appropriated, 


ee ethers and rented this gift as if it was held only for the | 


iate revenue which could be collected, without regard 
| to the effect of sucha policy upon our future p' rity. 
| Public sentiment has heretofore sustained this view, but the 
| time has come when both the city government and the mer- 
| Chants must see that any revenue derived from this source 

is insignificant com with the inflicted. While 
| steamships at other and rival ports land at comparatively 
free wharves, the rental of a dock owned by our city is about 
equal to 7 per cent. per annum upon the cost of a first-class 
ocean steamer, and at the same our railroads are pro- 
hibited from reaching these docks, though the distance is 
only a few feet, the pm scape trifling, and the connection 
would, to that extent, pu us on an equality with rival cities. 
When the railroad ci ee cree, 

ities, 


same rate as to a vate individual. 
erect re over the under water, ond pants for a per- 
mit, city exacts a large yearly rental for this groun 

covered by fifteen to thirty feet of water, and that the pier 





a commission, with all necessary | 


ligations of the railroads chartered by the | 


it s at the | 
When {t wishes to 
d, | traffic 
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built by the company at great expense shall revert to the 
city after a few years as its absolute property. 

“Every burden of this description is paid directly by the 
railroad, but necessarily reimposed upon its traffic. The 
property of the city, otherwise useless, is improved at the 
cost of the company, and the improvement increases our 
terminal facilities, adds to our commercial advan and 
cheapens the expense of doing business at this port, but the 
terms im neutralize most of the benefit. In all these 
matters the true interests of the city, the railroads and the 
merchants are identical. We have the same competitors, 
and we must live on profits so small that volume of business 
becomes a necessity. It is short-sighted policy which per- 
mits an increased terminal expense at New York, making it 
to the interest of any road to carry its traffic elsewhere. 
The natural advantages of this city, and its long control of 
the channels of trade, ought to be so supplemented by its 
Mberelity and wisdom as to induce all lines to seek New 

York. 

‘‘T appeal to the merchants to arouse the municipal author- 
ities on this question, and to encourage and sustain ever 
effort looking to relief and improvement. Trade once lost is 
hard to regain. The New York Central & Hudson River 
Railroad Company is ready at all times to bear the burdens 
and make the expenditures necessary to compete with 
to other cuatonne cities. With thorough harmony of action, 
as there is of interest between the municipal government, 
the merchants and the railroads, the financial and commer- 
cial supremacy of New York can be maintained.” 


The Erie Reconstruction Trustees on the Animus of 
the McHenry Litigation. 


Mr. T. W. Powell, the member of the Erie Reconstruction 
Trustees, of London, who visited New York in the Summer 
of 1877 to look after the interests of the trustees in the Erie 
Railway, and who has made several reports since his return, 
has just issued to the bondholders and shareholders a circu- 
lar setting forth, from documents which he has personall 
examined, an account of the motives and objects of the liti- 
gation promoted here, by McHenry, against the Erie Rail- 
way. Mr. Powell does this in behalf of his co-trustees, who 
are desirous, they say, of assuring the bondholders of Erie 
that McHenry’s interests are inimical to their interests. 
They quote McHenry as having written, on Feb. 13, 1873, 
in view of an election of Atlantic & Great Western directors, 
that the board must have men of action rather than of con- 
science, who would pledge themselves to carry out and re- 
imburse McHenry’s expenditure, and be trusted with his 
secret programme. On Feb, 19, 1873, he wrote again for 
the purpose of hastening a bargain for the purchase of the 
Cleveland, Columbus, Cincinnati & Indianapolis stock, 
which he desired to secure in order to use it as a lever to get 
control of Erie. In March, 1873, say the trustees, when Mc- 
Henry desired $3,000,000 as bonuses and commissions for 
himself and confederates in the execution of. his secret pro- 

ramme, he disclosed a scheme for manufacturing that sum 

y seeking in the Atlantic & Great Western district a small 
line which he and his friends should acquire, and then let on 
a long lease to the Atlantic & Great Western on terms rep- 
resenting prime cost, plus an additional bogus rental of 
$210, a year. He wrote that “the purchase of these 
| shares is for the interest solely of the Atlantic & Great West- 
ern corporation.” He isquoted as having declared, in Jan- 
uary, 1874, when the Cleveland, Columbus Cincinnati & 
Indianapolis statement did not warrant a dividend, ‘‘ the 
dividend must be declared in the usual form and of the 
usual amount.” In December, 1874, he wrote that the 





|** Watson administration was called into bei chiefly 
to protect the interests of the Atlantic & Great Western.” 
nursed 


These schemes, the trustees + have been 
down to the present time, and that McHenry’s plan is still to 
hold off the reconstruction plan, and compel the fulfillment 
of the bargains which he made with the Atlantic & Great 
Western and Cleveland, Columbus, Cincinnati & Indianapo- 
| lis roads, The reconstruction trustees have no hesitation in 
| saying that Mr. McHenry’s motives in his litigation are to 
| prevent the Erie Company from being put in the strong po- 
| Sition which it will occupy under the reconstruction, to keep 
the present company alive in its weak and disorganized 
state, in the hope of at last making it the victim of the At- 
lantic & Great Western purposes, and to harass, distract, 
abuse and annoy, and, if possible, weary out the Receiver, 
the directors, officers and reconstruction trustees, that he 
may extort acompromise. They say the trustees have no 
objection whatever, except the grounds of delay and ex- 
pense, to the overhauling of the Receiver’s accounts, and that 
they have never doub’ Mr. Jewett’s sincerity in challeng- 
ing investigation. The trustees say they do not believe the 
American public or the courts can long be deceived by Mc- 
Henry’s affectation of genuine interest in the Erie Company, 
and they say that the extracts from his letters, which are 
not garbled, would not have been published if he had not 
provoked their publication by his proceedings in this city. 
The call attention to the strength of the union of bondholders 
who ask for the administration of the law under their mort- 
gage powers. They consider that the union of bondholders, 
considering the activity of an unscrupulous opposition, is 
very cordial, and they claim that their success with the 
shareholders is also assured, as a large proportion of those 
who have not yet paid their assessments are fully prepared 
to assent and pay, but knowing they have yet time enough, 
are consulting their convenience by delay. The trustees re- 
rt that assents have been given as follows: Of a total of 
$16,656,000 first consolidated mortgage bonds, $15,768,500; 
of a total of $15,000,000 second consolidated bonds $13,- 
931,000 have assented, while $600,000 are in the han 
of the company, and $315,000 are held by defendants, and 
claimed as a set-off in one of the suits; out of $10,000,000 
gold convertible bonds, $9,226,000 assents have been given; 
the assessments have been = on 327,676 shares out of 
780,000 ordinary shares, and 46,625 out of 85,369 preferred 
shares. The trustees call attention to the fact that the an- 
nouncement of the postponement of the foreclosure sale was 
telegraphed to London by McHenry’s agents in New York 
three days before the order had been made by the court in 
this city, and they say that they will take care that this 
matter is brought before the court for investigation. 


The Seat of Power in English Railroad Companies 


Those whose experience of railway affairs enables them 
to take a mental survey of railway management during the 
past twenty-five years, or thereabouts, may discern in that 
period some striking features. Since 1852 the active centre 

| of power in the railway executive has changed several times, 
| In 1852 the secretaries of the companies were the lions of 
the railway world. Now, however, they are almost power- 
less; their functions are for the most part of a passive char- 
| acter; they are regarded simply as the companies’ chief 
| bookkeepers, and as the official representatives of railways 
| before the public. 
| The excursion traffic which the first great International 
| Exhibition called forth, and the completion of great through 
| lines between the north and the south of England, brought 
managers into prominence. It was found that the 
| great energy and activity in dealing with practical affairs 
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which railway management involves, could not profitably be 
associated with account-keeping, and so the Secretary was 
left to attend to the latter branch of railway business, while 
traflic managers attended to the former. From 1854 or 
1855 to 1865 was the golden om of traffic or general man- 
agers. They were all powerful, and the battles in which 
they engaged for power and territory during that militant 
period provided a rare harvest for the Parliamentary law- 
yers. From 1865 to 1870 these magnates began to lose 
ground. The important nature of the duties devolving upon 
the railway Chairman, as companies grew to colossal propor- 
tions, and as the power of directors became purely a question 
of diplomacy in the management of shareholders caused the 
Chairman to rise in power and influence. His position as 
the President of the whole administrative machine was 

adually seen to be the most commanding, and in strong 
1ands it has now come to be the centre from which absolute 
power often radiates. Cases could be pointed to where all 
the principal officers of a railway are the creatures of the 
Chairman. 

In the first period touched upon, the importance of the 
secretaries of railways arose, no doubt, from the fact that 
they were often themselves the eo 9 of joint stock 
enterprises. They nominated and got together boards of 
directors, and acted the chief part generally. The establish- 
ment of a directing class Salidueniiae something of railway 
business, led to the rise of the power of traffic managers, for 
the reasons already referred to, and the sceptre has from them 
passed to the chiefs of that class. Neither secretaries nor 
managers ever, in their palmiest days, possessed the power 
of an able railway chairman of the present. The extent to 
which he controls all the officers of a company renders it 
easy for him to subordinate all to the furtherance of his own 
aims. He can be omnipotent in the traffic management de- 

rtment; in that of expenditure, and he can also manipu- 
ate the accounts as he pleases. In fact, the power of all the 
— is sometimes centred in him.—Railway Service 

azette, 


Interlocking Block Railroad Signals. 


A correspondent of the English Mechanic gives the follow- 
ing account of a system of signals recently put up on the 
London, Brighton & South Coast Railway: 


Until a few pase a 


the absolute block system and the interlocking of points and 


signals would make railways spree d safe, but some of the | ° 
e 


recent accidents have shown the necessity for these two sys- 
tems being worked in combination. 

The block system of signaling and the interlocking of 
points and =— are each perfect in themselves if they are 
properly worked. But the fact has been recognized that 

‘human frailty” will occasionally cause these systems to be 
improperly worked, and for some time several inventors and 
signal engineers have been devising means to combine the 
working of these two systems, and thus gee a signalman 
(by mistake) giving contradictory signals. This has lately 
been accomplished by Mr. Hodgson, the manager of Messrs. | 
Saxby & Farmer’s Signal Works, and the system has been 
applied to a few signal-boxes upon the London, Brighton & 
South Coast Railway. The actual working of the apparatus 
is as perfect as ingenuity and foresight can devise. It has 
been officially inspected by the Board of Trade officials, and 
Colonel Yolland has reported his ‘‘ unqualified approval of 
the system.” In the signal-box there is the ordinary inter- 
locking frame and levers for working the points and out- 
door signals, over which the block instruments are fixed 
upon a shelf in the usual manner. From each block instru- 
ment a spindle passes down to a series of sliding bars. These 
bars are moved at right angles to another series of revolvin 
spindles. These in turn are moved ‘by the point and signa 
levers. The sliding bars are fitted with pins or stops, which 
engage or disen; the mechanism. This operation is per- 
formed by the signalman by means of a small handle, under 

verfect control, and at the same time contact is made or 
roken in the telegraph line wire to the next signal box, and 


THE RAILROAD GAZETTE. 


| minutes. 


it was considered by engineers that | - 





at the same time the signal ‘“‘line clear” or “line blocked,” 
as.shown upon the block instruments at the next signal-box | 
in either direction. 
It will thus be seen that the apparatus described in the | 
required ‘‘ mechanical combination of the interlocking and 
block systems.” When asignalman receives a ‘“‘ be ready” 
signal for an phen map | train, he cannot give line clear | 
or receive the ready signal until he has placed _his points | 
and outdoor signals in their proper position. Till “ has 
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months. An accident caused the hurried use of a rod made entitled ‘‘An act making appropriations for the Post Office 
of comparatively high steel; it was assumed that it would Department.” Referred to the Committee on Post Offices 
not last more than a week or two, but it actually held and Post Roads. It repeals so much of the thirteenth sec- 
out for more than two years. Subsequently a lot of small steel tion of that act as provided that railroad companies whose 
connecting rods were tested in a special machine. The test railroad was constructed in whole or in part by land grant 
required was that a machine should run four and a half made by Congress on condition that the mails should be 
hours, at a rate of 1,200 revolutions per minute, unloaded, transported over their road at such prices as Congress should 
before the connecting rod broke. These rods were unforged | by law direct should receive only 80 per cent. of the compen- 
in the middle, and consisted of a piece of straight round bar sation authorized by the act, and provides that such roads 
with a head welded on each end, the middle of the piece shall be paid at the rates fixed by law for the compensation 
being left as it camé from the rolls. This Hy Segoe is of such services to railroads generally. 

neeessary in order that it may be understood that no acci-| In the Senate on the 5th: 

dent of forging affected the results. ‘‘The mode of rupture| A memorial from the Legislature of Wisconsin was pre- 
was,” says Mr. Metcalf, “‘as a rule, the same in all cases; | sented asking for an extension of the time for the completion 
the rod heated at the middle, where the vibrations met, as | of the Northern Pacific Railroad. 

they were imparted by rotary motion at one end and by re-|_ The Senate bill to incorporate the Suburban Railway of 
ciprocating motion at the other, and by alternating sggains | Washington was placed on the calendar. 

of compression and extension. In some cases the rod became | Mr. Cooke, of Texas, introduced a bill to aid in the con- 
slightly red-hot at the middle before rupture. After heating, | struction of a mil tary, commercial and postal railway, from 
the next thing observed was the raising or loosening of the | the military headquarters at San Antonio, Texas, to the Rio 
surface scale of the middle. Soon after this rupture began, | Grande, at or near Laredo. Referred to the Committee on 
first at the surface and gradually extending to the centre, | Military Affairs. 

until finally the rupture took place. The breaking was; Mr. McMillan, of Minnesota, called - the Senate bill to 
gradual in ‘every case, no piece breaking suddenly, even of | authorize the Worthington & Sioux Falls Railroad Company 
the highest steel. The first trial was with .53 carbon steel: | to extend its road into the territory of Dakota to the village 
Mean time of six trials, two hours nine and one-eighth | of Sioux Falls. The bill was discussed at some length and 
Second trial, .65 carbon steel: Mean time of six | laid aside. 

trials, two hours 5714 minutes. Third trial, .85carbon steel: | In the House on the 5th: 

Mean time of three trials, nine hours 45 minutes, and the| Mr. Marsh, of Pennsylvania, offered a resolution, reciting 


| trials were stopped.” A set of twelve connecting rods, made | that the Union Pacific and Central Pacific railroad com- 


from special ingots, was then prepared. These were tested | panies owe the United States $28,000,000 of accrued interest 
with the following results: on bonds guaranteed by the United States, and the earnings 
The .30C. ran 1 h. 21 min. heated and bent before breaking. | of said companies have been consumed by dividends declared 
The .49 ran 1 h. 28 min. on capital stock in violation of their charters, and directing 
The .53 ran 4 h. 57 min., broke without heating. the Judiciary Committee to report whether it is expedient to 
The .65 ran 8h. 50 min., broke at weld where imperfect. | enact such laws as will prohibit the payment of dividends on 
The .80 ran 5h, 40 min. said stock until the indebtedness to the United States is 
The .84 ran 18 h. | liquidated, Referred. 
.87 C. broke in weld near the end. 
.96 C. ran 4 h. 55 min., and the machine broke down. 
From Prof. Thurston’s report of the mechanical tests of 
these steels we have the following: 
Ultimate tensile strength. 





THE SCRAP HEAP. 
The Westinghouse Brake Abroad. 


Extension, ratio 


Carbon. Ibs. per square inch. to original length. The London Times of Jan. 12 says: 

Serer re et 46,879 B05! “The directors of the London, Brighton & South Coast 
| eee 71,653 115 Railway Company have for some time past had under at- 
= Kgs nkscevat scree ceases aon _ tentive consideration the question of brake power for their 
1 AS epee ete cS 99'538 - | trains: Several kinds of patent brakes have been experi- 
MC 5. nek a en ‘1783 | mentally tried on the Brighton Railway, and particulars 
1 Gemepeaaesperngaat sy 119/969 165 | have also been obtained by the General Manager and Loco- 


motive Superintendent of that line, of the various patent 
brakes at work, both in this country and abroad; and guided 
by general information and practical results of this kind, 
of the shop had picked up the unbroken specimens, put them the « es my ees — adopting the Westinghouse 
into machines and sent them off. Enough was done, how- | eutomatic A, - nd ved: ag a . reign ge the Brighton 
ever, to show that the maximum of strength to resist vibra- | ee Mm. CCOrdingsy, An OFGer Eas veen eroe by the 
tion was not found among the ductile steels. Mr. Metcalf Brighton pee rr — the a < 50 engines and 500 
gives some other data concerning the performance of steel | “@™ aad 7 the k ge os re se In the 
suspension rods in a bridge which corroborate his views, Brish rence soenibbaie ters. t nerefore, several 0 the London & 
which are practically novel.—The Engineer. righton express trains will be equipped with this efficient 
sere brake. In selecting the Westinghouse brake, the 
Se ae ; | Brighton directors are of opinion that they will obtain for 
Transportation in Congress. | their passenger trains a continuous brake which will comply 
Tn the Senate Hah, 98: | in all respects with the conditions laid down by the Board. of 
Mr. Allison, of Iowa, presented joint resolutions of the Trade authorities. ‘ It should be mentioned also that the 
Iowa Legislature remonstrating against the passage of the | in. Re omg b wa fitte ‘os vith poem St 
bill limiting the transportation of live stock unless shipped | PUMDer OF their engines Huved up wit) ane cient steam 
in patent cars. Referred to the Committee on Agriculture. | brake, designed by their Locomotive Superintendent, Mr. 
he resolution submitted a few days before by Mr. Plumb, Stroudley. geal Western Railway of France Company, with 
of Kansas, directing the Secretary of the Interior to inquire | ke — ~ get “iecleees 4 —— —— 
of the Government directors of the Union Pacific Railroad | eth sd gy h - lik — ‘ded a oo by the 
Company as to the nature of the securities taken or held by | We a oe es — : ae’ be 4 ay Peta — ——— 
that company for aid granted by it to the Colorado Central | Dier Ing Ps why *% ih est f , ir li rains between 
and other roads, was agreed to. | Dieppe and Paris and other parts of their line. 


- — - be “es — o sis New Method of Making Gas. 
r. Thurman, 0 1io, from the Judiciary Commi , Te- : Wes os 
sorted, with amendments and a written report, the Senate | pe i tudasmieee. - —s pelle to = Boag! _ 
vill to alter and amend the Pacific Railroad act, commonly | pg by which it is claimed that illuminating gas can be bs ee 
known as the Pacific Railroad Sinking Fund bill.’ Placed on | fheaply made. The material used is old, oily waste collected 
the calendar. He gave notice that he would ask the Senate | siane the road and mixed with chins end shavings of een 
to consider the bill row Tuesday, March 12. aes wood from the shops. The fuel es to heat the retorts is old 
The bill provides that the expression “ net earnings” in the | tie, and cinders from ash-pits (the company uses anthracite 
act of 1862, which requires that the companies shall pay 5 | .45) exclusively for its engines). The residue left in th 
r cent. of such earnings to the Government, shall be inter- torts after the gas is ps ee. is very good charcoal cw 
preted to mean the gross earnings less the expenses for work- | ¢14 wood, while the charred waste is said to be a good fertil. 
ing and maintenance and the interest of the first-mortgage inar- The cost for fuel and materials rm certainly core prone 


The whole twelve were not tested because the machine was 
needed for other works, and when Mr. Metcalf returned to 
complete the experiment it was discovered that the foreman 








done 80 the bloc instrument is locked and the signal ‘line bonds; but no deduction shall be made for interest on any 
clear” cannot be sent b him. After placing the points in other debts. This interpretation to take effect after next 
their proper position and lowering the outdoor signals, line | June, but not to affect any rights of the Government on any 
clear is given. This prevents any points being ——— or | of the companies previously existing. : 
moved pom, or leading tothe main line until the signal | ‘The hoe amount earned by the companies for govern- 
line block has been given to the signalman at the boxes | ment transportation shall be retained by the Government, 
on either or both sides. The only means of unlocking the | but one half of it shall be turned into a sinking fund which 
point levers for any crossing of the main line or shunting is | js to be established in the United States Treasury by invest- 
to give the signal line blocked, and if both lines are to be ob- | ing in United States bonds, preferably the 5 per cent. bonds, 
structed | by a train shunting on a “ cross-over road, ‘line | this half of the compensation due the companies for govern- 
blocked ” must previously have been sent in both directions. |ment transportation, and the following payments, to be 
When a train leaves a signal-box the starting si 1S &S | made Feb. 1 of each year: ‘ 
usual placed to danger, when it is instantly locked and can-| By the Central Pacific, $1,200,000 yearly, or as much of | 
not be again lowe for another train to proceed until it has that sum as shall be necessary to form, when added to the | 
been unlocked by the man in advance giving line clear of the | total amount earned by Government transportation and the | 
first train. This unlocks the block instrument, and also | 5 per cent. of net earnings, 25 per cent. of the total net earn- | 
through it the starting signal. The act of placing the start- | ings of the year ending with the December previous. The | 
ing signal to danger prevents the line clear signal being | other half of the earnings from Government transportation 
given to the box in the rear, and thus protects any train | js to go toward liquidating the current interest paid by the 
which Is standing upon the main line. . 3 _. |Government on the bonds guaranteed by it. 

It will, therefore, be seen that the starting signal which| For the Union Pacific Company, under similar circum- 
regulates the trains cannot be lowered for any train to pro- | stances, the yearly payment required is $850,000. In case 
ceed into a block section, except by the consent and concur- | the payment so required should leave a balance of net earn- 
rent action of the signalmen at eac! end of the section. | ings insufficient to pay the interest on the bonds, which rank 
__ Descriptions of mechanical appliances generally appear as | above those guaranteed by the United States, then the pay- 
if they are com) licated. But in practice it is found that this | ment into the sinking fund is to be diminished sufficiently to 
invention by Mr. Hodgson is very simple, easy to work, and | permit such payment. . 
does not get out of order. Added to which, it has the merit |" The declaration of dividends on the stock of these com- 
of economy as the existing signal levers and block system in- | panies are made illegal so long as the sinking funds here pro- 
struments are used, the only expense being the mechanism vided for are not fully paid up, and the violation of this law | 
which connects them and insures concurrent action. Messrs. | is made a misdemeanor punishable by fine and imprisonment. 
Saxby & Farmer's slot signals are now coming very largely | The sinking fund so established shall be applied to the pay- 
into use, and also the electric slot signals of Messrs. Farmer | ment of the bonds issued by the United States at their ma- 
& Tyer. Both of these systems insure the concurrent action | turity, and of the interest’ paid on them by it; it shall also 
of two signalmen before an can be taken off, but at | be held for the protection and security of the holders of se- 
the same time the danger can be exhibited by either | curities which are paramount to the rights of the United | 
signalman independently of the other. | States. 

= = The sums due the sinking fund from these companies is | 
The Influence of Vibration on Steel. | made a lien upon all their property, subject to prior claims 
now existing. | 

Hitherto it has almost invariably been assumed that | The ‘Aerke General is required to enforce the provisions | 
the softer a bar of steel was the more likely was it to endure of this act, and all rights of the United States under other | 
strains and shocks causing vibration. Steel is a metal of | acts, with regard to these matters. } 
anomalies and a and recent investigations carried | If either company fail to perform the requirements of this 
out in the United States, by Mr. W. Metcalf, of the Creseent | law within six months after such performance is due, such 
Steel Works, Pittsburgh, appear to show that popular opin- | failure shall operate as a forfeiture of all a. P sia om 
ion is wrong, and that the steels suffer less from vibra- | ts and franchises which it has received from the United | 
tion than the soft steels. Mr. Metcalf’s attention was first | tates. Congress reserves the right to alter, amend or re- | 
called to the matter by the constant breakage of steam ham- | peal this act as in its opinion justice and the public welfare | 
mer piston rods. These, made of ordin steel, lasted_but | may require. 
six mon an iron rod breaking in half that time. Then | Mr. Ferry, of Michigan, introduced a bill to ie certain | 
lower and lower steels were tried, and broke in about five | provisions of the act of Congress approved July 12, 1876, | 








| of the business of the works. 


| grade commences to ascend heavily again. 


and the gas is said to be of a very good quality. 
A Manufacturer's Railroads. 

Krupp has for the sole use of his works at Essen 25 miles 
of prvi: Soe pm railroad with 14 locomotives and 537 cars 
and 11 miles of narrow-gauge railroad with 10 locomotives 
and 210 cars. He has also 37 miles of telegraph line with 
44 stations. With the works producing at their full capaci- 
ty they can turn out every 24 hours 12 miles of rails (say 
1,200 tons), 350 car-wheel tires, 150 axles and 180 car- 
wheels, to say nothing of artillery, which is the largest part 
At present 8,500 men are em- 
ployed. 

A Fast Ride. 

An exchange says that one day last week, while a gang of 
men were loading wood on a car on the Morris & Essex road 
at Stanhope, N. J., the car got started, and, there being no 
brake, it could not be stopped, and away it went down the 

de toward Hackettstown at a terrific rate of speed. It 


|dashed past Waterloo like a whirlwind and never stopped 


till it got to the old furnace, near Hackettstown, where the 
The distance be- 
tween Stanhope and that point is nine miles, and this run- 
away car accomplished it in seven minutes. It was on the 
eastward bound track, but fortunately met no train, or there 


| would have been a terrible accident. 


Proposals for Locomotives. 
The Grand Trunk Railway Company invites proposals 


| from builders for six locomotives of the Consolidation pat- 


tern, with cylinders 20 by 24 inches, to be built from draw- 
ings and specifications which may be seen at the office of Mr: 
Herbert Wallis, Mechanical Superintendent, at Montreal. 
The company will supply a full set of templates, and the pat- 
terns made will be purc by the cepene e a fixed price. 
Proposals may be sent to the office of —7 Hickson, Gen- 
eral Manager, at. Montreal, Canada, until h 9. The lo- 
ae may be delivered at any point on the company’s 
road. 


Canadian Contracts. 


The Department of Public Works will receive at Ottaw: 
Canada, until March 19, sealed proposals for the supply 0’ 
480 tons (of 2,240 Ibs.) of railroad spikes for the use of the 
Canadian Pacific Railway. 

The same department asks proposals until March 19 for the 
transportation of about 5, tons of rails from Kingston, 
Ont., to Duluth, or from Kingston to Winnipeg, Manitoba, 
to be delivered by July 15 next. 

In both cases forms of tender can be had on application to 
the Engineer in Chief, at Ottawa, Canada. 
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Railroad Manufactures. 


The Rogers Locomotive Works, at Paterson, N. J., have 
an order for two mogul engines for the Southern Central 
road. They have nearly finished the engines they are build- 
ing for New Zealand. 

The Milwaukee (Wis.) Bridge & Iron Works are building 
two spans for the St. Paul & Duluth road; a bridge for 
Princeton, Wis., with one fixed span of 50 feet and a draw 
160 feet long; a highway bridge of 140 feet span for Racine, 
Wis., and several smaller bridges. 

The Crescent Tube Co., Limited, has been organized as 
successor to Evans, Dalzell & Co., of Pittsburgh. The works 
are now running under the new management. 

Belmont Furnace, at Wheeling, W. Va., went into blast 
Feb. 16. 

The building and machinery, including plenty of yard 
room and a large wharf, of the Girard Tube Works in Phila- 
delphia are offered for sale or rent by J. M. Gummey & 
Sons, 733 Walnut street, Philadelphia. 

Bowen & Signor, of Saranac, Clinton County, N. Y., are 
making blooms from iron ore by the Peckham process. They 
intend to put upa rolling mill to work their blooms into 
marketable shape. 

The Vulcanized Fibre Co. has discontinued its office in 
New York. All communications should be addressed to the 
company’s office at the factory in Wilmington, Del. 

The AStna Iron Works, at Ironton, O., have asked an ex- 
tension of time from their creditors. 

The Baltimore Car Wheel Co. has recently made a lot of 

2-inch. car wheels for the Grand Trunk road. 

Nichols, Pickering & Co.,of Philadelphia, have recently 
filled several orders for car springs to go to the West Indies 
and South America. 

The Tiffany Refrigerator Car Co. has ordered 100 new 
cars from the Missouri Car & Foundry Co., at East St. Louis. 
Of these cars, 25 are to be completed at once and used be- 
tween St. Louis and Texas points. There are now 67 of 
these cars in use, and a new line is soon to be started between 
Florida and New York. The company has sent over an 
agent to superintend the building of a lot of its cars for use 
in Europe. 

The Grand Rapids & Indiana Company is building 30 box 
cars of unusual size, to be used to carry furniture. 

The Ramsey car shifting apparatus is to be used for trans- 
fering the Pullman sleeping cars from 4 ft. 81¢ in. to 5 ft. 
gauge trucks at Wilmington, N. C. 

The Flint & Pere Marquette shops, at East Saginaw, Mich., 
are building 300 box cars to run in the Great Eastern Line. 
The cars are 33 ft. long by 8 ft. 6 in. wide inside, and are 
fitted with Griffith’s continuous draw-bar and mounted on 
iron trucks of the Chalender pattern. 

The Ohio Falls Car Co., at Jeffersonville, Ind., has con- 
tracts for a lot of narrow-gauge cars to go to Utah. 

The Seamless Steel Ware & Frog Co., of Harrisburg, Pa., 
has a number of orders for frogs and switches for the New 
York Central, Erie and other roads. 

The Eames Vacuum Brake Company is to fit w 
zines and 60 cars with its brake, for the Gilbert 
Railroad. 

A Heavy Blast. 

On Wednesday evening an unusually heavy blast was 
made at Sharp’s Ferry, opposite Sewickley. ome stone is 
being taken for the Rochester bridge of the Lake Erie Rail- 
road. One hundred and seventy-five pounds of powder were 
used, and by the blast a mass of rock about 25 feet deep by 
20 feet long and broad was detached from the bed and moved 
four feet out toward the embankment of the road. The 
mass contains 1,500 cubic yards of rock. The explosion was 
heard for a couple of miles around, and windows were rat- 
tled at a distance of a mile and a half from the place of blast, 
though there was no injury done. The huge rock will be 
_ ~~ sections and taken away.—Pittsburgh Telegraph, 
March 1. 


Hinkley Locomotive Works. 

The plan proposed for the settlement of the troubles of 
this company is a transfer of all its real and personal prop- 
erty to Franklin H. Story, Benjamin C. Clark and Henry C. 
Sherburn as trustees to hold and operate the works for the 
benefit of the creditors for three years. poe hege to sell any 
property not needed for the purposes of the trust and to 
divide the proceeds among the creditors, and to make such 
dividends as they see fit. The transfer of the property will 
be made subject to a mortgage for $150,000 on the real 
estate. The trust may be ended at any time by a vote of a 
majority of the creditors, to whom the trustees are to make 
semi-annual reports, and in that event the trustees are to sell 
the property to the best advantage and divide the proceeds 
pro rata among the creditors. 


20 en- 
levated 


Model of a Locomotive. 


The Detroit Post and Tribune thus describes a model loco- 
motive made by a citizen of Detroit, Mr. L. M. Case, Chief 
Engineer of the revenue cutter Fessenden: ‘This little 
locomotive is exhibited in the window of the Canada South- 
ern ticket office, on Jefferson avenue, and, yesterday, had 
steam up, and attracted a great crowd of spectators. Itisa 
complete locomotive, perfect in all its details, with bell, 
whistle, sand box, lt all the appurtenances, even to the 
name in raised letters on the side of the cab. It is but five 
feet in length, including the tender, and _ is, therefore, con- 
siderably smaller than the one in Paris. The driving wheels 
are 5 in. in diameter, gauge 6 in.; diameter of cylinder, 114 
in.; stroke, 21¢ in.; length of boiler, 20 in.; diameter, 5 in. ; 
pressure of steam, 22 lbs. It is a coal-burner, and has been 
run by the burning of fuel in the fire-box, though steam was 
got up yesterday by an attachment toa gas pipe. When 
steam had been raised, the whistle was sounded, the bell rung 
and then the wheels began to revolve. The whole machinery 
worked admirably and with wonderful precision. All the 
parts are finished with the nicety of a -sized locomotive 
and the brasses and polished steel show that the engineer has 
attended to his duty.” 


Pole Railroads. 

The loggers in the Wisconsin pineries this winter have 
been driven by the absence of snow to find something besides 
sleds to haul out their logs. One device is a pole rai , 


—— is thus described by the La Crosse Republican and 
pader: 


|< Utah Society of Civiland Mining Engineers.’ The name dence that such a pass was in the contemplation of the par- 


carries the idea that the society is not local in its scope, but 
| designed to enlist as many of the numerous professionals of 
| the territory as may be qualified for membership. The 
| gentlemen who have been active in the organization are en- 
| titled to credit, for no step that they could take would so 
| much conduce to the good of members and employer classes. 
| From conversation with members, we learn that the society 
| will admit to membership civil, mining and mechanical en- 
| gineers, resident and non-resident. The society is deserving 

of the success its originators hope for.” 


A Locomotive on a Dirt Road. 


The Farwell (Mich.) Register of recent date says: ‘ Per- 
|haps the most novel sight ever seen in Michi 


up, running through the woods on a common dirt road. 
j This engine arrived a day or two since, on the Flint & Pere 
Marquette Railroad, from Pittsburgh, made expressly for 
| their railroad north of this place, used for hauling logs to 
| the Muskegon River. After its arrival here, the question 
was how to get the engine to its destination, some 15 miles 
distant. Two hundred dollars having been offered for the 


was wit- | 
| nessed here to-day, in the way of a railroad engine, steamed 


ties in the engagement; to which the Court replied that the 
facts showed that the carrying of the plaintiff was nota 
mere gratuity but it was a carrying forhire. And the Court 
intimates that putting the decision on this ground is not to 
be regarded as an expression of the opinion that the rule 
would not be the same in the case of a free passenger. The 
different rule maintained by the Supreme Court of the Unit- 
ed States from that maintained by the courts of this State, 
make the former tribunal a more favorable forum for the ac- 
tions of passengers and consignors where the anticipated de- 
fense is a special contract limiting liability for negligence.— 
New York Register. 


Personal Injury—Contributory Negligence. 


In Langan against the St. Louis, Iron Mountain & Southern 
Company suit was brought to recover for injuries received 
| at Carondelet station in 1872. Plaintiff was seeing a friend 
| off by train, and helping him carry a trunk across the track, 
| from the eastern to the western side. Two trains were ap- 
| proaching in opposite directions, the one on the east track 
| going south, the one on the western track coming north. 
laintiff kept his eye on the south-bound train, and while 

























job without avail, the managers conceived the plan of | creaming with his back to the other train, was struck by the 
getting up steam and trying the wagon road, which was put | engine _— <y and lost a leg. Train was going slowly and 
into execution. This morning steam was gotten up, and the | was promptly stopped. There is a dispute as to whether the 
engine started northward on the Ionia & Houghton Lake | bell was ringing or not on the north-bound train. There 
State road at the west end of town, with cheers and hurrahs | was nothing to obstruct the view of the south-bound train 
from the assembled crowd. It moved off slowly and steadily | for a third of a mile, say from the Des Peres bridge. Plain- 
without any apparent difficulty, followed by a force of men | tiff was not at all deaf and his eyesight was good. The 
with levers, and teams with water to supply its wants.” | weather was fine and it was broad daylight. He obtained 
3 | judgment in a lower court, but on appeal the St. Louis Court 
A New Highway Bridge. | of Appeals decided as follows: 

The King Iron Bridge Co., of Cleveland, O., lately com-| * t he plaintiff grounded his action upon the negligence of 
pleted a bridge over the Sandusky River, at Fremont, O., | defendant in not giving the proper signals, and could recover 
which is thus described by the Fremont Journal: | only for an injury resulting from this negligence, He proved 

“There are three spans of the Pratt wrought-iron double | the negligence as alleged and the injury as alleged, but he 
iintersection truss. e end spans are each 89 feet long, and | also shows that the immediate cause of the accident was 
the arch 16 feet high from the roadway. The centre span is|his own negligence in standing on the platform at a 
142 feet long and the arch 20 feet high. There are two | moment when he knew that a train was about to arrive in 
roadways of 18 feet in width each, in the clear, and two side | such proximity to the track and in such a position that he 
walks each 8 feet in width in the clear, being 57 feet over | was liable to be struck by the buffer of the locomotive. 
all in width. The roadways are 18 feet above the ordinary | Waiving all question of pleading in this case, there is no evi- 
stage of water. There are 166 tons weight of iron in the | dence that the engineer or fireman saw the plaintiff until the 
bridge. The bearing weight of the whole structure is 90 | very instant that he was struck, or that they were guilty of 
pounds to the square foot, and it is guaranteed to support | negligence in not seeing him, or in not stopping the train. 
355 tons, and its breaking weight would be over 800 tons. There was no case fora jury. Had an instruction for a non- 
The floor is of 214 inch oak plank. The work has been under | suit been asked at the close of plaintiff's case, it should have 
the charge and superintendence of Col. W.S. Williams, the | been given; and however unexceptionable the instruction 
State Engineer. The entire cost of the bridge is $21,019, of | may have been, the judgment must be reversed for want of 
which the State paid $9,900 and the county $11,119. The | evidence to support the verdict. It is not necessary to ex- 
contract price for the superstructure was $14,775. |amine the instructions, and we have not done so, The evi- 
, | dence shows without contradiction that the proximate cause 
A Narrow Escape. | of this accident was the negligence of plaintiff himself, and 

The Dayton (O.) Journal of Feb. 23 says: ‘“‘A narrow | the judgment must be reversed on familiar principles of law, 
escape from a most serious accident occurred on the Dayton | frequently declared by the Supreme Court of the State, and 
& Union road yesterday morning. There isa culvert on | recently discussed with some fullness by this Court in the case 
the road about four miles from the city. It is about twelve | of Leduke vs. The Iron Mountain Railroad. With the con- 
feet in width, and the embankment is some twelve or fifteen | currence of all the Judges, the judgment is reversed and the 
feet in height. During Thursday night the wood work ap- | cause remanded.” 
pears to have caught fire, and at 6 o’clock the next morning | |. : 
the timbers and stringers supporting the rails were in full | Profits Used in Construction. 
flame, and at the west end were entirely consumed. | In the case of Grant against the Hartford & New Haven 

“The 6 a. m, freight from Dayton was the first to come to | Company the United States or ee Court has affirmed the 
the culvert. The morning was dark and foggy, and the train | decision of the Circuit and holds that the expression ‘profits 
was gliding along quite lively. No indication of the danger | used in construction,” as used in the Internal Revenue law, 
was seen until they were close upon the culvert. The en-| does not include earnings expended in repairs or in keeping 

ineer, Frank Sutton, the fireman, Fred. Huseman, and | the property up to its normal condition, but has reference to 

att Creager, a brakeman, were on the engine when Sutton | new constructions adding to the permanent value of the 
saw the danger and gave the alarm. It was too late to check | property, and when these are made to take the place of prior 
the engine, and the men, after the first instant of consterna- | structures, it includes only the increased value of the new 
tion, sprang to the side to leap for their lives. Fortunately, | structure over the old one when in good repair. 
in that instant the engine passed the culvert safely. More | iti Meemniies 
speed was added, and in another moment the entire train | uxpress fveceipts, - . ; 
had passed the dangerous culvert. The train was stopped | In the cases of the Bank of Kentucky and the Planters 
and the culvert examined. | Bank of Louisville against the Adams Express Company the 

‘Tt was almost a miracle that they had escaped, and it | United States Supreme Court has reversed the decision of 
| was due mainly to the fact that the fails, which are 24 feet the lower court and holds that the restriction in the bill of 
in length, rested some five or six feet on either side of the | lading of the express company, providing that the company 
culvert, and were joined by fishback plates.” | should not be liable for any loss, damage or detention of a 

money package, occasioned by fire, does not protect the 
| company against liability where the loss is the consequence 
| of the negligence of carriers or their servants or agents, and 
| therefore, that the company is responsible for losses in such 
| Recovery of Land Damages After Occupation. | cases by fire caused by the negligence of the railroad com- 
In the case of Blesch against the Chicago & Northwestern | — employed by it in the transportation of the package. 
| Company, the Wisconsin Supreme Court held: he railroad company, it is said, in transporting the messen- 
oa MV hore a railroad company takes possession of land or a | 8&T of the express company, and the express matter in his 


| street without the consent of the owner thereof, damages | Charge, is the agent of the express company~employed and 
| there had been no railroad through the land or on the street, | pany and upon no one else. If any one is to be affected by 
| 2. The neglect of the owner to proceed by injunction to PERSONAL. 

| street, is not a waiver of his right of action for the trespass. nape 

| In McLaren, administrator, against the Indianapolis & | dotte, Kansas City & Northwestern Railroad. 

| William R. Alger. The deceased was walking upon the track | sippi Company, died at his residence in Cincinnati, Feb. 28. 
| was clear of obstructions, and the deceased was able to walk 





RAILROAD LAW. 








| may be recovered not to exceed the difference between what | paid by it; the service performed is the service of the ex- 
pen A have been the rental value of the premises in case | Press company—a duty incumbent upon the express com- 
: >t ilroad structed and | the acts or omissions of persons employed to do a particular 
gy — perdi ca i eN ai ‘ Meee service, it must be the one who gave the employment. 
| restrain the company from building its road on such land or 
| . —Mr. N. B. Lord has resigned his position as Superinten- 
| Walking on Track—Contributory Negligence. |dent of the Kansas City & Eastern, formerly the Wyan- 
| Vincennes Company, in the Indiana Supreme Court, the ac-| —Mr. Larz Anderson, an old and prominent merchant of 
| tion was to recover damages against the railroad for killing | Cincinnati, and pone pry Be director of the Ohio & Missis- 
hi 
| in front of a train; = _— was moving at the ye = “k | —The report that Messrs. Josiah Bacon, A. J. Derbyshire 
| miles an nets the bell on the engine was ringing; the track | .nq N. P. hortridge had resigned their positions as directors 
| hear and see; the hands on the engine were on duty prea of the Pennsylvania Railroad Company is denied by au- 


. : | thority. It is further stated that there is no truth in the re- 
| a aaa nas at revent him from stepping off the | port that several New Yorkers are to be elected tothe board. 
| trac vill. : 


contributory negligence ee kaw an = = | The pases od the . ympany requires all the directors to be 
of simple negligence on the part of the railroad company. wewrepty * as oy , ‘ed in New York, Feb. 2 
| The managers of the train were not compelled to stop it and | —Mr. A. W. Greenleaf, who died in New York, Feb. | 
‘send hands enough to take the deceased from the track and | Ws @ director of the Hannibal & St. Joseph and the Centra 
hold him off till the train passed. The presumption is that Branch, Union Pacific, companies. He was a prominent 
a trespasser upon a railroad track, when he discovers a train , member of the New York Stock Exchange. 
| approaching, will, from a care of his personal safety, if not | —The Albany Sunday Press says: ‘‘ Superintendent J. Til- 
| from a sense of duty, leave the track before the train reaches | linghast, of the Central-Hudson River Railroad, and Presi- 
|him. The managers of a train may act upon that presump- | dent of the Canada Southern, commenced his experience in 
tion. | railroading upon the Central Railroad as a fireman of a 
gravel train, in May, 1850. W.C. Young was then Superin- 











































































































| Limit of Exemption from Liability by Special Con- tendent, and Zenas C. Priest, Roadmaster. This fact should 


‘Flat cars are made of sufficient strength to hold a num- tract. . 
ber of logs, and are provided with grooved wheels. The | In the Grand Trunk Railway Company vs. Stevens, United 
rails that these cars run on are common poles, bolted to- States Supreme Court (5 Reporter, 161), the Court reiterate 
gether at the ends and kept in position by the grooved | the ruling in the case of Lockwood (17 Wallace, 357), that a 
wheels. The poles are laid on the bare ground, no ties being railroad company cannot, by special contract, exempt itself 
necessary, and all that is necessary is in some instances to | from liability to passengers for its servants’ negligence, and 
level the ground. It costs but little to lay the track, which | apply it to the case of one traveling under a free given 
can easily be moved, and is not apt to get out of repair, | to him by the company as a part of the consideration of 
The cars are drawn by horses and are reported to move | their engagement of his services. Plaintiff was requested by 
easily with heavy loads, while the device on the whole is said | the ay to goto Montreal, from Portland, to confer 
to be giving the greatest satisfaction, both in its working | with the Superintendent of its Car Department about a pat- 
and in the cost of operation.” , mses. They gave 


ent coupling, the company to pay his expe 
Utah Society of Civil and Mining Engineers. f= - —— the ee Sos teehee, tt ome 


printed ‘the accep this free ticket, in consid- 
The Salt Lake (Utah) Herald of Feb. 20 says: ‘‘ After two | eration Pale assumes risk of all accident and e ressly 
weeks’ preliminary work 18 civil and mi i of | agrees that the company shall not be liable,” etc. It was 


ected the or- 
the name of 


this city and county last Saturda 


isation of a profemtonal urged upon the Court that the plaintiff's acceptance of a free 


pass thus indorsed was competent, if not conclusive, evi- 





night 


|be an incentive to every employé of the road. Honest 
effort to rise, intelligence and faithful merge A are sure to 
| be rewarded in the end. Superintendent Tillinghast’s first 
| steam railroad ride was on the Mohawk & Hudson road, in 
September, 1833.” 
| —Ex-Gov. J. Gregory Smith, President of the Central 
| Vermont Company, and Hon. Luke P. Poland, Counsel for 
the same, will represent Vermont as honorary commissioners 
| at the Paris Exposition. 

—It is reported that Mr. H. H. Courtright has resigned his 
| position as General Freight Agent of the Hannibal & St. 
| Joseph Railroad. 

—Mr. John V. Barron, a wealthy grain dealer of Concord, 
N. H., died suddenly in that city March 6. He was a lar 

| stockholder in the Wichigan Central and was chosen a di- 

| rector at the last election, as a representative of the stock« 

| holders in New Hampshire. 
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EDITORIAL ANNOUNCEMENTS. © 





Passes.—All sons connected with this paper are forbid- 
den to ask for under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 





Addresses.—Business letters should be addressed and drafts 
made payable to Tot RAILROAD GAZETTE. Communica- 
tions for the attention of the Editors should be addressed 
Eprror RAILROAD GAZETTE. 


Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
umns. We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present only 
such matter as we consider interesting and important to 
our readers. Those who wish to recommend their inven- 
tions, machinery, supplies, financial schemes, etc., to our 
readers can do so fully in our advertising columns, but it 
is useless to ask us to recommend them editorially, either 
for money or in consideration of advertising patronage. 





Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if they 
will send us early information of events which take place 
under their observation, such as changes in railroad offi- 
cers, organizations and changes of companies, the letting, 
progress and completion of contracts for new works or 
important improvements of old ones, experiments in the 
construction of roads and machinery and in their man- 
agement, particulars as to the business of railroads, an@ 
suggestions as to its improvement, Discussions of subjects 
pertaining to ALL. DEPARTMENTS of failroad business by 
men practically acquainted with them are especially de- 
sired. Officers will oblige us by forwarding early copies 
of notices of meetings, elections, appointments, and es- 
vecially annual reports, some notice of all of which will 
& published. 


THE PENNSYLVANIA RAILROAD REPORT. 

Very clear and definite in most respects is President 
Scott’s report for 1877, asummary of which, with many 
comparisons not contained in the official report, we 
publish elsewhere. The business of the company is so 
complicated, its obligations in the shape of rentals, 
guarantees, ownership of controlling interests, etc., 
are so numerous and applicable in so many different 
ways, that special skill in presenting the accounts 
is needed to make the general results of the com- 
pany’s operations intelligible. When you have finished 
the account of the operations of the Pennsylvania 
Railroad proper, and know what it earned, what were 
its working expenses, the interest on its bonds and 
the other fixed charges, and have ascertained the exact 
balance left (which, by the way, even in these times, 
is always an enormous sum), you have then only got 
fairly on the road to an understanding of the final re- 
sults of the Pennsylvania Railroad Company’s busi- 
ness. Even when all the rentals are paid, 
the guaranteed interest liquidated that falls to 
it to pay’ in the year and the other impera- 
tive charges on the company’s income met, this compa- 
ny may feel compelled to make advances which it is 
under no legal obligations to make, in order to prevent 
the sacrifice of properties in which it holds a large in- 
terest. 

For 1877, it appears that after meeting all of its obli- 
gations, fixed and contingent, including the deficits of 
companies in which it holds a majority of the stock, 
the Pennsylvania Railroad Company had a sur- 
plus from the business of 1877 amounting to 
$3,606,384, out of which 31¢ per cent. dividends 
were paid on the stock, with State tax on the same, 
leaving a balance of about a million of dollars. This 


includes in the charges $975,000 of the deficits of com- | heavy working expenses. 





The traffic of the lines east 


panies in which the Pennsylvania owns a controlling | of Erie and Pittsburgh for past five years has been: 


| interest, though some of these companies met their de- 

ficits from their own assets; but if the Pennsylvania 
| owned the whole stock in these companies, the deficits, 
| however met, evidently were suffered wholly by it, if 
not in payments made from the income of the year, 
| then from assets which really formed part of its capital. 
| However clearly the accounts of a company may be 
stated, and however definitely the final result may be 


put, those not minutely familiar with the business of 


| 


Carried one mile. 





Year. Miles Passengers. Tons. 

See 1,513 372,048,473 1,870,537,537 
fe SEIS oe 1,521 364,392,621 1,918,796,676 
ER CE 1,57 344,234,876 2,026.190,425 
BL 6s Succ rchialcceewan 1,624 623,208,761 2,221,739,198 
SRO 1,716 298,752,730 2,080,459,888 


Passenger traffic, indeed, was exceptionally small 
last year, as was to be expected after the immense 


|movement of 1876. Aside from that year, there has 
| been a steady decrease in the passenger traffic over 
| that company hardly feel that they have a basis for a|the lines of this company since 1874, though the 


judgment on its condition and its operations with-| mileage of road meantime has increased 13 per cent. 


out materials for comparisons with the business 
of preceding years. For this reason we make 
it a practice in summarizing and reviewing reports 
to compare the figures for the year reported 
with those for the preceding year. This we have 
done with the Pennsylvania Railroad report; but this 
year such a comparison, though interesting and in- | 
structive, hardly helps us in forming a judgment of | 


| the progress of the company. The reason of this is | 





| that the year 1876 was for this company a phenomenal | 


one, made so by the Centennial Exhibition, which 
|gave it a passenger traffic so enormous that 
|in a period of 
|railroad war which forced rates down to unheard- 
| of prices, this company made the largest net earnings 
in its history, the passenger earnings on the whole sys- 


or more than 50 per cent. larger than in 1875. Evident- 
ly earnings, expenses and profits must have been great- 
ly affected by this extraordinary traffic, and so com- 
parisons have not the whole of their usual value, when 
made with that year. Partly for that reason we have 
compiled and present below a table showing the gross 
earnings, working expenses, net earnings and surplus 
over fixed charges (interest, rentals, etc.), of this sys- 
tem of roads east of Pittsburgh and Erie (now 1,716 
miles), for the past six years. 

Burytes of our. 


Gross Working Net over fixed plus on 
Earnings. Expenses. Earnings. chai . stock 





187: 39,983,139 27,677,448 12/305,691 7,413,217 10.88 
1874 9,948,25 


.... 37,386,427 23,011,749 14,374,678 
1875.... 34,464,104 21,094,461 13,369,643 7, 
1876.... 36,891,061 22,081,229 14,809,832 7,020,571 10.20 
1877.... 31,117,146 19,028,467 12,088,679 4,581,411 6.65 
Here we see that the gross earnings, working ex- 
penses, net earnings and surplus were all less~in 1877 
not only than in 1876, but also than in any other of the 
six, except that in 1872 (when the stock was a fifth 
less) the net earnings were less than last year. Com- 
paring with 1875, the nearest year of what 
may be called a normal business, the 
gross earnings of 1877 are 9.7 per cent. less, 
the working expenses 9.8 per cent. less, the net earn- 
ings 9.6 per cent. less, and the surplus over fixed 
charges 41 per cent. less. The large decrease in the 
surplus is due _ entirely to the reduced net 
earnings, there having been some reduction in 
the amount of prior charges paid during the 
year, ‘though the changes are not considerable. 
This account does not include the earnings on the 
company’s investments, except so far as they affect 
the surplus after paying fixed charges. In the balance- 
sheet for the end of 1877 the cost of .these investments 
in bonds and stocks of railroad, coal, canal and bridge 
companies, municipal corporations, etc., is charged as 
5,000,000. The income from investments during the 
year is reported at $2,166,000, indicating an average 
return of 314 per cent. on the investments. The de- 
crease in the income from these investments since 1876 
is about 25 per cent. 
The company’s leased lines have produced the follow- 
ing results for the past four years: 
Lines west of Pitts- 








New Jersey Roads. burgh. 
Year. Profit. Loss. Profit. Loss. 
SC Scag a sahenasien! | cers oe $31,161 Tn  aiehcas 
Nahe os 0 5/aeik tig Weis lean aes 647,666 UO ins acs 
hes nck ay enecaa SUIGTAME . | Soxcee yaaa $35,854 
ccs cn's-<.<'e@n cies hese: a thewatres LABRBED . svacnsas 114,128 
Seer $1,127,422 $2,161,345 $1,523,680 $149,982 
NS sis wie ltueies BF ohne ae 1,033,923 1,373,648 ......:. 


On the whole, then, for the past four years there has 
been a slight profit from these leased lines. This would 
not be true, however, but for the great profits of Cen- 
tennial travel on the New Jersey roads in 1876. Last 
year the total loss was nearly $1,600,000 from these 
leases, nearly all of it on the New Jersey roads, whose 
through traffic under the present circumstances does 





New York and Philadelphia are now so small, 
jand the terminal expenses at New York are so 
|large, that it is in the interest of the roads south 
‘and west of Philadelphia and Baltimore to deliver 
| freights at those cities rather than at New York. 

| Large as has been the falling-off in the earnings and 
profits of this company since 1874 and even 1875, it has 
not been due to a declension of traffic, and still less to 


tem east of Pittsburgh and Erie being about $4,500,000, | 


But the freight traffic of 1877 has been exceeded but 


| once in the history of the company—in 1876—and then 


not 7 per cent., notwithstanding the diversion of petro- 


| leum traffic suffered by this company in 1877. It was 


doubtless largely made up by the heavy traffic in the 
latter part of the year. This prevents a fair compari- 
son with the traffic of the New York Central and the 
Erie, as both these report for the year ending with 
September, and the three months that followed and 
are included in the Pennsylvania reports were months 


|of active movement in Western produce, especially 
|grain. For the year ending with September last the 


extreme depression, with a| 





| 


not tend to increase, as the difference in rates between | 





Erie showed an increase of 7 per cent. in freight 
traffic and the New York Central a decrease of 3 per 
cent.; for the year ending with December last, as we 
have seen, the Pennsylvania shows a decrease of 7 per 
cent. For six months of the year the two first-named 
roads had an enormous increase of their petroleum 
traffic, while the Pennsylvania was stationary. 

There seems at Jast to have been acheck to the 
downward movement of freight rates on this road. 
For the whole system east of Pittsburgh and Erie the 
receipt, expense-and profit per ton per mile have 
been for the pasttwo years, in cents: 


Receipt. Expénse. Profit. 
as BE ee, ee 0.915 0.660 0.255 
i See Se pees Ci EE 1.013 0.615 0.398 


This is an increase of 1034 per cent. in the average 
receipt, a decrease of 7 per cent. in the average cost, 


|and an increase of 56 per cent. in the average profit 
1872....$36,448,503 $25,431,023 $11,017,480 $7,106,920 13.34 | 
a. 


per ton per mile, the latter imerease adding about 
$3,000,000 to the profits from freight transportation 
over the road, compared with what they would have 
been with the rate of profit of 1876. If the passenger 
profits had kept pace with the freight profits there 
would have been little to complain of in the results of 
the year. The contrary was the case, however, as will 
be seen from the following comparison of the receipt, 
expense and profit in cents per passenger mile for the 


two years, over the same system: * 
Receipt. Expense. Profit. 

oo SERRE SRC: OP Serr eee 2.056 1.055 1.001 

WN 5 een sae sap eee cashect.ces imysad ee 1.734 0.530 


Here there is some increase in the rate, as was to be 
expected, considering that more than half of the busi- 
ness was Centennial traffic in 1876, and that Centennial 
passengers were carried at greatly reduced rates; but 
besides the increase in receipt there was a very large 
increase in the expense, doubtless due to the reduction 
in traffic, and so much larger is the increase in expense 
than that in the average rate that the profit is reduced 
47 per cent. With the same rate of profit on passen- 
gers as in 1876 the company’s passenger profits would 
have beén $1,400,000 more than actually they were. The 
passenger expense was not exceptionally large in 1877, 
however; it was exceptionally small in 1876. The ex- 
pense for several years previous to 1876 was not far 
from that reported for the last year. 

The topics chiefly discussed in the text of President 
Scott’s report are the New York combination for appor- 
tioning traffic and maintaining rates, which is recom- 
mended for application to the east-bound traffic; the 
great strike; and, finally a plan for the gradual change 
of the company’s liabilities into securities bearing a 
lower rate of interest. This latter is novel, and will 
doubtless command general attention and much 
discussion, at least among Pennsylvania Railroad 
stockholders, who will be directly affected if the plan 
is adopted. It is proposed to devote $100,000 of the 
net earnings monthly to a trust which shall purchase 
with it the bonds and shares of other companies that 
are guaranteed by the Pennsylvania, and also bonds of 
the Pennsylvania Company. This being taken from 
the surplus from which dividends are declared, the 
stockholders are to be reimbursed by a yearly 2 per 
cent. dividend in what are called ‘terminal de- 
bentures” in England, being a 4 per cent. income bond 
payable at the option of the company. This would ex- 
ceed the $1,200,000 invested in the trust by $177,000, 
which it is proposed to apply to additions to the prop- 
erty, which have to be made yearly to a vastly greater 
amount. The income of the trust, after paying the 4 
per cent. interest on the debentures issued to share- 
holders, is to be devoted to the further purchase of se- 
curities for the trust. The company has about 
$180,500,000 of fixed liabilities on which the annual 
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interest is now 7.4 per cent. Of course if they could | 
all be purchased at par with money obtained by the | 
issue of 4 per cent. debentures, the yearly fixed charges | 
would be reduced 45 per cent., which would save the 
company an expenditure of $6,300,000 a year. It is! 
calculated that with such a trust within 30 yearsa fund | 
of $73,000,000 to $108,000,000 in securities would be | 
accumulated, according to the rates at which they | 
could be purchased, while in place of them $36.- | 
000,000 of the 4 per cent. debentures wou!d have 

been issued. The board recommend this plan to th 

shareholders (which is virtually asking them to agree | 
to invest part of their future dividends in the stocks and | 
bonds which they have guaranteed, and on which they | 
have to pay interest) because “its results to the share- | 
holders would be to make their entire property more | 





secure, under its existing obligations, give greater se- | | 


curity in the future for the payment of regular divi- 
dends, and place an appreciating value upon the entire 
capital stock of the company.” 

Nothing is said in the report as to the prospects for 
business ‘and profits during the current year, or gene- 
rally hereafter. One opinion is expressed, however, 
in introducing the plan above mentioned, which is sig- 
nificant. It is in the following passage: 


“The fact that the rate of interest on capital invested in 
new enterprises is being steadily reduced in this country, 
and the still broader fact that the permanent charges for use 
of capital in the future will, in the judgment of your board, 
rule much below the rates that have prevailed in the past 
and that now measure the fixed charges of your own and 
most of the other lines of the country, present to the minds 
of your directors strong reasons why the process of a ual 
and steady reduction of these liabilities should now be com- 
menced and persevered, in so that your financial position will 
be made very strong and your securities be free from the vio- 
lent fluctuations that are caused from time to time by the 
vicious policy inaugurated by other interests upon competitive 
business. Your company will thus be enabled to handle that 
traffic at such rates as will always command for your lines a 
large and increasing business and make them useful and valu- 
able in the highest degree as transporters, and of increasing 
value to your shareholders.” 


Tais will be taken as an acknowledgment that smaller 
profits on the capital invested will have to be accepted 
hereafter; that there is no prospect for rates remunera- 
tive enough to pay the old rates of dividend on shares 
so long as the fixed charges for interest and rentals 
remain as heavy as they now are. The statement 
as to the future rewards of capital is general, 
and there can be little doubt that it is correct. 
The interest on money in this country is approxi- 
mating the European rate, and when the profits of 
capital fall generally, the railroads, except perhaps 
some that are exceptionally situated or have now 
very light capital accounts, will not escape in the | 
long run. Capital accounts need very careful; 
watching in these days. While the depression of 
business now is doubtless abnormal, and the rate of | 
profit in very many cases equally so, still when} 
business revives it is not likely that there will be a 
return to the old average rate of interest on invest- 
ments, railroad or other. 





ELEVATED STREET RAILROADS. 





The rapid transportation of passengers in large cities 
is a subject which has probably elicited as much dis- 
cussion during the past twenty-five years as any other | 
engineering problem in the world. Whenever the | 
population of a city approximates a million of people, | 
the area which it covers becomes so great that much | 
time must necessarily be consumed in moving from | 
the centre to the outskirts, or from one end to the 
other, if the only available means of transportation is 
that supplied by animal power. Quite naturally tuere- 
fore people have pondered over the use of steam power, 
and have devised various methods of applying it to the 
carrying of passengers in cities at higher rates of speed | 
than are attainabie by horse power, which is the 
only other available means of travel excepting that | 
with which nature has provided most of mankind. 

In using locomotive steam power in cities it is ob- | 
vious that a road on which it is employed must be | 
located either on the surface of the ground or else 
above or below it. If high speeds are to be attained | 
it becomes obviously impracticable to run on the sur- 
face; therefore the only other alternative is to put the 
road over head or under ground. For years the battle 
waged fiercely between the advocates of the elevated 
and the underground systems, and even now the latter, 
although for the present practically vanquished, are 
still not convinced and predict disaster and sore con- 
fusion to the roads which are being built on the ele- 
vated system, and which are now so nearly completed | 
and will probably settle the question very decisively | 
either by the most abundant success or utter failure. | 
It should be said, however, that it is only 
within comparatively a few years that the con- 
struction of iron bridges and viaducts has been | 
sufficiently well understood to make it certain that an | 
elevated iron structure could be made successful. | 
Naturally, therefore, the older engineers, those whose | 
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education and experience had been almost exclusively 
gained in the construction of what in one sense might 
be called subterranean work, or masonry structures, 
and who know very little about iron work, which is 
properly mechanical engineering, looked very sus- 
picicusly and somewhat ungraciously upon the pro- 
posed innovation of building in the air, instead of bur- 
rowing in the ground. For a long time these older 
men had the argument all their own way, and few had 
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the temerity to dispute what had the authority of some 
of the most honored and venerable names to support 
it. At last, however, the disciples of Vulcan were too 
many for the older school of engineers; too many liter- 
ally, and too many practically and scientifically. The 
great bugbear that was always raised to scare away 
the advocates of elevated railroads was the ‘‘momen- 
tum of the trains.” ‘‘ Your structure can’t be made to 
resist the momentum,” was the argument always con- 
fidently used. But Mr. Dick said when Mrs. Crupp 
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his lodgings, ‘‘ You know I don’t want to swing a cat. 
I never do swing a cat. Therefore, what does that 
signify to me ?” So the Vulcanites admitted the force 
of the momentum, but denied the inference therefrom 
by saying that it was not necessary to have a structure 
which would resist the momentum; it was only re- 
quired that the road should be strong enough to permit 
trains to run and stop on it safely. 


There was an argument, however, that was used 

more by capitalists than engineers, which was destruc- 

tive to the underground advocates. To build such 

roads would in round numbers cost $2,000,000 per mile 

for a double track, without stations or equipment, 

whereas an overhead road could be built for $200,000 

per mile, or one-tenth as much. To pay 7 per cent. in- 

terest on this cost would in the one case require net 

earnings of $140,000 per mile, and in the other of only 

$14,000, which when looked at through the non-re- 

fracting medium of capitalists’ eyes gave the one plan 

a rather dismal and forbidding aspect, while the other 
had a very hopeful look, with fair promise of dividends 

at an early date. 

While these considerations determined what may be 

called the vertical position of those roads, their hori- 
zontal location was govered by other considerations, 

Great opposition has been manifested to putting the 
roads in the streets by those owning property thereon. 

As there was no other locality possible, excepting to 
cut through the existing blocks of buildings, it was 
necessary to decide between these two latter alterna- 
tives. The fact that the cost of buildings which it 
would be necessary to condemn and remove and the 
ground which must be occupied by a road, if con- 
structed through existing blocks, would be from 
$500,060 to $1,000,000 per mile appeared to capitalists 
an insurmountable obstacle in the way of locating and 
constructing railroads in that way. After years of 
very earnest discussion, capitalists and others reached 
the conclusion that it was impossible to build a 
profitable rapid-transit railroad excepting in the 
existing streets and on the elevated system. When 
this conclusion was once reached and the opposition to 
it overcome, the next question which arose was the 
form of structure to be adopted. As an elevated road 
must be carried on some kind of posts or supports, the 
first consideration was their position in the street. 
Necessarily they must be either on the sidewalks or in 
the carriage way. If on the sidewalks it was obviously 
inadmissable to have them anywhere excepting at the 
sides, that is, at the curb stones or next the buildings, 
because they would be too great an obstruction if they 
were between these two places. Putting them next to 
the buildings was always regarded as too great an in- 
vasion of private property, and from time immemorial 
all posts for lamps, signs, awings, telegraphs, etc., 
have been placed at the curb-stones. Therefore in 
every case when the posts for elevated roads were put 
on the sidewalks they have been located next the 
curb-stones. When they have been placed in 
the carriage way it was found to be necessary to divide 
off the street so as to leave the spaces between the 
two rows of posts, and also between the latter and the 
curb stones, wide enough for two vehicles to pass each 
other without difficulty. As there are double lines of 
horse railroad tracks in nearly all the streets in which 
the posts are located in the carriage way, the latter 
have in such cases been placed on each side of the 
horse-car tracks, leaving space enough between the 
posts and the curb-stones for two carriages or other 
vehicles to pass. This arrangement is shown in fig. 4, 
which represents the form of structure employed by 
the New York Elevated Company on Third avenue. 

Having thus determined the position of the sup- 
ports, the next question which arose was the method 
of carrying the track on top. In this case, too it is 
obvious that there are only two possible localities, one 
directly over the posts, as shown in figs. 1, 2, 3 and 4, 
or on transverse girders between them, as shown in 
figs. 5,6, 7 and 8; The first plan has been generally 
adopted by the New York Elevated Railroad, except- 
ing in parts of Whitehall, Pearl and Front streets, 
which are only about 40 feet wide. In some places, 
however, the plan shown in fig. 3 has been employed 
or proposed for these same streets. In the Bowery, 
which is 100 feet wide, the plan shown in fig. 1 has 
been adopted. In the New Bowery, which is 80 feet 
wide, fig. 2 is the plan employed. 

On the Gilbert road the tracks are carried entirely 
on transverse girders between the posts. Fig. 6 is the 
plan used on Sixth avenue, which is 100 feet wide. 
There the columns are placed in the carriage-way on 
each side of the horse-car tracks. On South Fifth 
avenue, which it 60 feet wide, the plan represented 
in fig. 7 is employed. There the supports are placed 
at the curb-stones. On West Broadway, which is 90 
feet wide, the posts are also placed at the curbstones. 





had told him that there wasn’t room to swing a cat in 


It will be seen at a glance that if the track is carried 
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between the posts on transverse girders the latter must 
be strong enough to carry not only the weight of the 
trains, but that of the track and the longitudinal gird- 
ers besides. This adds very much to the cost of the 
structure, especially if the posts are at the curb-stones 
on wide streets like West Broadway and South Fifth 
avenue (figs. 7 and 8). The cost of the structure is 
very much diminished if the loads are carried directly 
on top of the columns, and for this reason the New 
York Elevated road will be much less expensive than 
the Gilbert line, 

It will also be noticed that in all of the New York 
Elevated plans, figs. 1, 2, 3, 4 and 5, the tracks are car- 
ried on top of the longitudinal girders, or in the 
‘‘deck” plan. The Gilbert tracks on Sixth avenue, 
(fig. 6), and also on South Fifth avenue (fig. 7), are car- 
ried between the longitudinal girders, or on the 
“through” plan. On West Broadway the tracks are 
carried on top in order to bring the grade on that 
street as high as possible. 

The details of the structure also vary very much, as 
has been shown in the more elaborate engravings pub- 
lished in preceding numbers. All the plans of the New 
York Elevated Company are for riveted work. The 
track is carried on longitudinal Warren girders with 
riveted connections. The portion of the Gilbert road 
in Sixth and South Fifth avenues consists of pin-con- 
nected longitudinal girders and riveted transverse gird- 
ers. That portion of the line below Canal street is all 
riveted work. These roads will therefore afford an ex- 
cellent opportunity of studying the relative merits of 
these two much disputed systems. 

The engineering problems which have been pre- 
sented in the erection of these roads, have in 
a certain sense been new ones, and yet none of 
them have been solved by the application of 
any very novel methods of construction, unless the 
building of a railroad ona single row of supports is 
regarded as new. All the questions that have come 
up have been decided by the application of what is ap- 
parently very simple common sense. At first it was 
supposed that a road supported on a single row of col- 
umns could not have sufficient lateral stability, and 
many experienced engineers doubted the security of a 
structure built in this way. It was soon found 
that there was little difficulty in this respect, the 
chief trouble being to resist the longitudinal strains 
due to the momentum of the trains when the 
brakes are applied. It was apparent, however, that 
even this strain could never exceed the adhesion of the 
wheels to the rails. It was difficult, though, to pro- 
vide a sufficient stability to resist it, because the longi- 
tudinal iron girders required room for expansion at 
each span, or at least at each second or third span. 
Some of the posts used on the New York Elevated Rail- 
road were, therefore, made of four bars of round, angle, 
T or channel iron, two or three of them inclined so as 
to resist lateral strains and the other two to resist the 
longitudinal momentum. <A very simple expedient 
was finally provided to meet this difficulty. In order 
to prevent the engines or cars from getting off the 
track guard timbers were placed either on the inside or 
outside of the rails. These were bolted to the cross ties 
and the latter to the girders, This, it was soon per- 
ceived, could be made to answer two purposes, first, 
the one for which it was originally intended, and sec- 
ond, as timber does not expand or contract longitudi- 
nally by heat, that they could be made to tie all the 
girders together and thus distribute the longitudinal 
strain indefinitely over the length of the structure. 

The rolling stock has also presented some interesting 
questions, not all of which have yet been worked out, 
but discussion of these must be reserved for a future 
occasion, It is obvious, however, that the working 
of these roads will determine the practicability of em- 
ploying steam power in the streets of large cities for 
the transportation of passengers, and if it is found to 
be practicable, it will do more to mitigate the evils 
which attend the aggregation of large numbers of peo- 
ple in comparatively small areas than any other influ- 
ence of modern times. The effect upon the value of 
real estate has been much speculated about. That 
such roads will affect values very materially there can 
be but little doubt, but their precise effect it is very 
difficult to anticipate. 

A National Law against Discriminations. 

Laws for regulating railroads in this country have 

so generally been laws prescribing what is unjust and 
unreasonable and prohibiting what is indispensable to 
the economical conduct of transportation business that 
it is natural that any proposed laws of the kind should 
be looked upon with suspicion and prejudice. The 
last proposition of the kind is made by House bill No. 
5,547, reported by Mr. Reagan, from the Committee on 
Commerce, and entitled a “Bill to Regulate Inter- 
state Commerce and to Prohibit Unjust Discrimina- 
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“regulations” prescribed by this bill is, first, that, un- | 


pers, without discrimination by rebate, draw 
otherwise; second, that arate may not be higher for 
a longer than fora shorter distance; third, that rates 
per mile may not be higher on a haul which is partly 
in two states than on one wholly in one state, on the 
same road; and, fourth, that schedules of rates | 
shall be posted at all stations, at least ten days| 
before such rates go into effect, which rates must not 
be varied from, it being made equally illegal to accept 
lower rates or to charge higher ones. 

The chief object of this bill seems to be to secure all 
shippers in their common law right against discrimi- 
nations by common carriers—to make it impossible for 
one man, firm or corporation to get rates which may 
not be had by every other shipper. So far as this pur- 
pose is concerned, it is entirely commendable, and any 
means which will succeed in carry it out effectively 
will in many respects be an advantage to the railroads 
as well as to the public. The railroad wars of late 
years have to a great extent owed their severity and 
persistence to the practice of making time contracts; by 
which the companies have assumed to give certain par- 
ties extremely low rates for months to come, even after 
rates to the general public had been advanced. What 
a terrible discrimination against the non-contracting 
shippers may be made in this way need not be ex- 
plained; but the demoralizing effect on rates is a na- 
tural and inevitable consequence which the railroads 
have suffered from terribly. If it were once settled 
that there could be no ‘private terms” for railroad 
transportation; if the rates contracted for to one ship- 
per for a given period by that act became rates open 
to the general public for the whole of that period, we 
would see, if not an end to the cutting of rates, at least 
a very conservative conduct with regard to them. 

The provision of the bill which forbids higher charges 
for a long haul than for a shorter one seems reasona- 
ble, but there are circumstances in which it cannot be 
carried out with justice to either the public or the rail- 
roads, and these circumstances are not at all uncom- 
mon, Abroad laws to that effect have been made re- 
peatedly, but in all cases, so far as we know, repealed 
or greatly modified. Propositions to similar effect are 
made periodically in the Austrian Parliament, but re- 
cently there is always a reservation of certain kinds of 
traffic—grain bound for export, traffic received and de- 
livered at points outside of the Empire or carried in 
competition with water routes or with railroads in other 
countries, etc. 

Neither would it be possible to give ten days’ notice 
of changes in rates unless all companies could be com- 
pelled to agree upon and publish their tariffs simulta- 
neously. Otherwise, the day after the Lake Shore 
established a rate of 40 cents per 100 Ibs. from Chicago 
to New York the Pennsylvania might establish a lower 
one, and the Lake Shore would be prohibited from 
‘meeting ” that rate for nine days. 

The bill does not assume to say what rates shall be, 
nor limit the amount and frequency of changes in them, 
save by the requirement of ten days’ notice of changes; 
its apparent purpose is to make sure that there shall be 
a fair field and no favor to all shippers alike; that by 
no indirect method or evasion may any one have ad- 
vantages which are not open to every other man. 

We fear that there are only too many cases where 
this common justice is denied, aside from those arising 
from time contracts, which all the companies seem to 
deprecate, even while making them. But thisisa 
matter of vital importance to many branches of busi- 
ness, and no community will long endure the estab- 
lishment of a monopoly at any place in any branch of 
traffic by an unjust discrimination of a railroad com- 
pany. This bill applies only to traffic passing 
from one State into or through another, or across the 
borders of the United States. It was reported from the 
Committee on Commerce as a substitute for House | 
bill 2,546, has been read twice, recommitted to the | 
Committee, and ordered to be printed. 


The Pacific Railroad Sinking Fund Bill. 
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tions by Common Carriers.” The substance of{the | less working expenses and interest on first-mortgage bonds. 


These payments are to be turned into a sinking fund to be 


der like circumstances, rates shall be alike to all ship- | formed in the United States Treasury by the purchase of 
-back or | government bonds, preferably 5 per cents., the interest on 


which bonds also shall be paid into this sinking-fund, 
The application of this act to the Union Pacific Railroad, 
for the year 1876, would give the following results: 


Net earnings less interest on first-mortgage bonds. .... $5,802,400 
25 per Cent. Of AHOVE..........cccecercccccccoscees 1,450,600 


which latter would be the maximum amount to be paid by 
the company to the government. Of this amount, however, 
$1,172,142 was earned by government business, and half of 
this was applicable to the current interest paid by the gov- 
ernment, while the other half, or $586,071, was actually 
withheld, but is due the company. 

Now 5 per cent. of the ‘‘net earnings,” as defined by the 
bill of the Judiciary Committee, is $290,120, and this with 
half the earnings from government freight makes $876,191. 
The difference between this and one-fourth of the net earn- 
ings is $575,409, which is what the Union Pacific would have 
been required to pay on the first of February, 1877, instead 
of the maximum amount of $850,000. 

The payment of the sums so required would decrease 
the surplus available for dividends after paying all fixed 
charges by an amount equivalent to a dividend of 23¢ per 
cent. on the capital stock. The actual dividends paid were 
8 per cent. 

According to the company’s interpretation of the old law, 
it would be required to pay only $207,450 to the sinking 
fund instead of the $876,191 that would have fallen due by 
this law, and the difference between these two amounts is 
equivalent to a dividend of 1.82 per cent. on its capital 
stock. But the additional payment would go to reduce the 
very large debt which would otherwise accumulate near the 
close of this century. 

We cannot apply these calculations exactly to the Central 
Pacific because this company owns an immense mileage for 
which no government bonds were issued, while the company’s 
reports give the earnings for the whole property. But if the 
maximum amount of $1,200,000 should be paid into the 
sinking fund, besides half the earnings from government 
business, it would be equivalent to something like 24¢ per 
cent. on its capital stock. This maximum, however, prob- 
ably greatly exceeds the amount necessary to make up the 25 
per cent. of the conventional ‘net earnings” from the 
present traffic, the amount to be paid to the sinking fund 
being never to exceed such 25 per cent. less one half the 
amount of earnings for government transportation, and the 
whole $1,200,000 is to be paid only when the net earnings 
are so great as to make the payments by the other method of 
calculation exceed this amount. 

Of course, by this arrangement, the payments to the sink- 
ing fund would vary with the net earnings of the road and 
the amount of government transportation. A higher limit 
is placed for the Central than for the Union Pacific, probably 
because the former earns much less from government trans- 
portation. On the first of June last the total earnings from 
this source had been $9,461,657 on the Union Pacific and 
$4,130,624 on the Central Pacific. The half of this amount 
reserved for this purpose had paid 33 per cent. of the 
guaranteed interest of the Union but only about 15% per 
cent. of that of the Central Pacific. 

To estimate the amount of the sinking fund at the time of 
the maturity of the bonds, it would be necessary to con- 
sider a great many circumstances, as well as a calculate on 
the probabilities of the net earnings of the road and the 
prices at which government bonds may be purchased. It is 
not easy to see why government 5s should be prefered for 
this fund. Naturally one would suppose that those bonds 
would be preferred whose payment is the object of the sink- 
ing fund. 

As to the prospect of this bill’s becoming a law, we know 
nothing. It will probably be opposed by the companies, and 
it certainly imposes upon them much heavier yearly pay- 
ments than are required by the present law, even by the 
government interpretation of the term “net earnings.” 
But, on the other hand, by the present law the companies 
will have an immense debt to pay within the last five years 
of this century, which must either be provided by a sinking 
fund, the negotiation of a new second mortgage for much 
more than the amount of the present first mortgage, or the 
surrender of the stockholders’ property in the roads to the 
government, which would give it the line from Omaha to 
San Francisco subject to the first mortgage. It is not im- 
possible, of course, that by that time competing roads will 
have multiplied, built at a cost less than the amount of the 
first-mortgage bonds of the Union and Central Pacific com- 
panies, and that the profits of these roads then will not be 
sufficient to make their value equal to that of the debt due 
to the government over and above the first mortgage, If 
so, it will be to the advantage of the stockholders to divide 
all the profits as fast as they are made and give up the 








The bill introduced by Mr. Thurman, of the Senate | 
Judiciary Committee, provides for the liquidation of the | 
debts that will be due to the United States by the Central 


due on which the government pays the interest—that is 30 


about 20 years from now. The bill substantially requires | 


portation which are now applicable toward the payment of 


after paying interest on the first-mortgage bonds, but not 
exceeding $1,200,000 yearly for the Central Pacific and 
$850,000 for the Union Pacific in addition to the earnings 
from government transportation and 5 per cent. of the net 





earnings as interpreted by the bill—that is, gross earnings 





current interest, shall equal one-quarter of the net earnings | 


road when the government debt matures. But at the 
present rate of earnings the Union Pacific is worth a great 


|deal more than the whole indebtedness, government and 


Pacific and Union Pacific companies, when the bonds become a and the same is at least equally true of the Central 
| Pacific, 


years from the date of issue of the bonds, and on the average | 








The Chicago & Alton Extension. 


that a yearly contribution to a sinking fund shall be made,| The Chicago & Alton extension to Kansas City, the whole 
which, with one-half of the earnings from government trans- | of which will be 146 miles long, and 84 of which are now 


under contract, will be one of the first lines of any length 
built by an old company, with evident expectation of mak- 
ing a profit from it, that has been undertaken since 1873. It 
seems a pity that another line should enter the field for the 
traffic to and from Kansas City, which is already too much 
| divided for the good of the lines competing for it; and if the 
'new road were calculated for no other purpose than‘the 
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carrying of through traffic, it would be, niente side 1. 
undesirable, however much advantage the Chicago & Alton | 
might reap from it. That is, the sumof the disadvantages 
to the other roads would exceed the advantages to the 
Chicago & Alton. The extension, however, is so placed as to | 
give an outlet toa considerable extent of fertile and well 
peopled country, much of which now is distant from any | 
railroad, and the route is so located as to interfere as little as | 
possible with the roads north and south, which is the same as | 
saying that itis placed so as to secure to itself as much as 
possible of the local traffic of the belt of country between the 
Missouri Pacific on the south and the St. Louis, Kansas City | 
& Northern on the north. This belt, it must be remembered, | 
is divided by the Missouri River, in the vicinitv of | 
which are the oldest settlements of the state, 
and which formsa barrier, not impassable, to be sure, but 
generally an effective barrier, to the passage of local traffic. 
About sixty miles of the new extension, from Mexico west to 
Glasgow, will be on the north side of the Missouri, and gen- 
erally ten miles or more north of it. About 20 miles of 
this, from Mexico westward, is witbin 6 miles of the St. 
Louis, Kansas City & Northern, and but thence to the river 
the latter road is generally as much as 20 miles distant. Af- 
ter crossing the Missouri at Glasgow the new road will be 
generally 20 to 80 miles north of the main line of the Mis- 
souri Pacific until it is within a short distance of Kansas 
City, which the Missouri Pacific approaches from the south- 
east. There is a branch of the latter, however, from Sedalia 
northward to Lexington, which will not be more than 10 
miles from the new line for about 35 miles—a branch, too, 
Which does not pay, earning but a thousand dollars a mile 
gross, and sometimes not enough to cover its working ex- 
penses. The western part of the line, from Lexington to 
Kansas City, will be almost alongside the new narrow-gauge 
Kansas City & Eastern road, which is completed for 42 
miles. This latter, by codperating with the Missouri Pacific, 
will be able to compete with the Chicago & Alton extension 
for local traffic. 

A considerable part of the traffic of the whole line in Mis- 
souri will doubtless prefer to go to St. Louis. The Chicago 
& Alton will be able to carry this through over its own road, 
though not by as short a route as could be made by a con- 
nection with the Kansas City & Northern road. The dis- 
tance from Kansas City by way of Glasgow, Mexico and 
Roundhouse to St. Louis will be about 305 miles, against 282 
by the Missouri Pacific and 277 by the St. Louis, Kansas 
City & Northern. 


Report of the New York Chamber of Commerce 
Committee. 





The New York Chamber of Commerce, which appoint- 
ed a committee to investigate the conduct of railroad trans- 
portation as affecting the commerce of the city, has as- 
certained, put on record and drawn attention to some im- 
portant facts. The committee began by saying that their 
investigation has impressed upon them that “bad city gov- 
ernment, enormous taxation, miserably-paved and dirty 
streets, insufficient and expensive terminal facilities, and, 
more recently, oppressive railroad discriminations, all com- 
bined, have made New York the most expensive city in the 
world in which to do business.” The charges against the rail- 
roads may be allowed to stand when the other disabilities are 
fully acknowledged and the work of removing them earnestly 
begun. Yet the fact is that the difference in rates to the 
West is now less than ever before, and that on the whole 
there have probably been more discriminations in favor of 
New York shippers than against them, though the last one 
happened to be against them, and any actual unjust discrim- 
ination, whether for or against them, is matter for legiti- 
mate complaint, and should be resisted by the community, 
and avoided if in any way possible by the railroads, though 
it usually is not possible without a more extended and more 
effective combination of railroads than has yet been de- 
veloped. 

The letter of Mr. Vanderbilt to Mr. Charles Stewart 
Smith, the Chairman of this committee, is an admirable 
statement of the disabilities under which the New York rail- 
roads work, and also of some other facts which the merchants 
are most apt to neglect. This, for instance, to which we had 
occasion to refer several times during the mad competition 
of 1876, that the abolition of the difference between the rates 
of Philadelphia and Baltimore and those of New York, or 
the undue diminution of that difference, will virtually com- 
pel the Pennsylyania and the Baltimore & Ohio companies, 
with the thousands of miles of railroad under their control, 
to work actively against New York business. Even now, 
the two cents per hundred allowed the Pennsylvania Rail- 
road for carrying to New York rather than to Philadelphia 
does not pay one half of the additional terminal expense, to 
say nothing of the cost of hauling 90 miles. Why should 
the Pennsylvania Railroad carry to New York when its 
profits on a shipment will be perhaps a dollar or two dollars 
a ton more if it leaves it at Philadelphia? New York needs 
to be fed by all the railroads that reach it, and it cannot 
drive any of them away without losing some trade. 

The committee’s report and Mr. Vanderbilt’s letter are 
likely at such a time to secure attention and produce results. 
The most difficult of all things seems to be to secure the at- 
tention of shippers to the conditions under which railroad 
transportation is conducted. When they have nothing to 
complain of they will not trouble themselves to learn, and so 
it is important that when their interest is aroused, as by the 
trouble over Boston rates, the information be presented to 
them in an easily intelligible form while they are in a recep- 
tive mood. This was excellently done by Mr. Vanderbilt, 
whose letter will not be soon forgotten by New York mer- 
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Record of New Railroad Giecmentinn, 
This number of the Railroad Gazette contains information 











of the laying of track on new railroads, as follows: 


Golden, Boulder & Caribou.—Completed from Boulder, 
Col., southwest to Marshall Coal Mines, 6 miles. 


THE WINTER GRAIN MOVEMENT for the twelve weeksfrom 
Dec. 1 to Feb. 23 has been as follows for five years past: 
Receipts of the eight leading Northwestern markets: 


| 1877-78. 1876-77. 1875-76. 1874-75. 1873-74. 
| 30,820,812 25,781,228 28,411,874 18,620,926 33,281,786 
Shipments of the same Northwestern markets: 
1877-78. 1876-77. 1875-76. 1874-75. 1873-74. 
19,617,823 12,088,915 13,202,310 8,978,049 14,755,190 
Receipts at Atlantic ports were : 
1877-78. 1876-77. 1875-76. 1874-75. 1873-74. 
39,702,732 22,171,571 20,034,934 18,251,384 23,916,886 


We find that we are in error with. regard to statements 
heretofore made that the receipts and shipments of each 
Northwestern market include all grain passing through 
them by rail without transfer unless it comes from or 
through a place where it has already been reported. This is 
true only of St. Louis, Chicago and Milwaukee. At these 
places all the grain passing through is counted asa _ receipt 
and a shipment, but in the reports which we publish the 
shipments from Milwaukee through Chicago have been de- 
ducted from the Chicago receipts and shipments. But the 
rail shipments which pass through Detroit, Toledo and Cleve- 
land, without transfer at those markets, are not included in 
their receipts and shipments. Thus the grain carried on the 
Wabash read and the Cleveland, Columbus, Cincinnati & 
Indianapolis, unless received at St. Louis or Peoria, is not 
anywhere reported in the receipts and shipments of North- 
western markets, any more than that collected on the great 
system of roads which pass through Indianapolis and on the 
Ohio & Mississippi, which lines serve chiefly as feeders of the 
Pennsylvania and Baltimore & Ohio roads. Besides this 
traffic, which is an enormous one, there is another which 
escapes the record, and that is the grain shipped through 
from the Chicago & Alton and the Illinois Central roads by 
the Joliet cut-off of the Michigan Central. The Blue Line 
cars over these roads take this route, and a large amount of 
grain must pass this way. This makes it easier to understand 
why the arrivals at the Atlantic ports are twice as great as 
the shipments of the eight Northwestern markets. The re- 
ports for different years, however, show that this difference 
is increasing, that is, that a larger and larger proportion of 
the grain is shipped through direct from the farmer’s station, 
without the intervention of an intermediate market. It seems 
that the consumers and exporters of the East are becoming 
more independent of Chicago, Milwaukee, etc., for their grain 
supplies, just as the wholesalers of Chicago, St. Louis, etc., 
are becoming more independent of the New York importer 
for their merchandise supplies, by importing directly; that 
is, both kinds of business are becoming simplified, and unnec- 
essary transfers and services are eliminated. 


THE ATLANTIC, MISSISSIPPI & Ouro RAILROAD is likely 
to be sold at foreclosure sale to satisfy the bondholders. 
This road is really the great Virginia line, extending entirely 
across its southern border from Norfolk to the Tennessee 
line. At that line, at the little village of Bristol, it ends 
abruptly, depending on the East Tennessee, Virginia & 
Georgia for its connection with the country further west 
and south. This is now a pretty sure dependence, as the 
last-named road has now no other outlet. But a connection 
with a North Carolina road is in progress, and when times 
were better there were several schemes which threatened to 
deprive the Atlantic, Mississippi & Ohio in whole or in part 
of this sole western connection. It is now proposed, after 
the foreclosure sale, to consolidate not only these two roads, 
but also the Memphis & Charleston with them, making what 
would be really a great trunk line, extending 960 miles from 
Norfolk through Southern and Southwestern Virginia, East 
Tennessee, North Alabama and Mississippi and Southwest 
Tennessee to the Mississippi at Memphis, This would make 
one of the longest lines owned by a single company in the 
United States, and a very direct and well-placed one. The 
traffic which it commands is not very large, nor does it grow 
with great rapidity, but it is sufficient to support a road 
with a moderate capital account, and the road is so situated 
that it is sure to receive considerable contributions of traffic 
from the connecting lines at Cleveland, Chattanoga and be- 
yond, and will prove the natural outlet of whatever roads 
remain to be built in East Tennessee, and of much of the 
traffic of roads further west, even beyond the Mississippi. If 
a consolidation is effected (as yet it seems only to be 
talked of), it is likely to prevent the construction of roads 
which have been heretofore proposed in the interest of the 
one or the other company, which new roads would have 
been sure to injure greatly the value of some of the old ones; 
and this is desirable. A lineowned by a single company from 
Norfolk to Memphis would be pretty sure to remain the 
trunk line of the district which it serves, and the future of 
each section of it would be made more sure. 


A New Cuicaco-St. Louis Live is made by an arrange- 
ment between the Illinois Central and the Wabash Railway, 
the latter taking the place of the Vandalia Line, which has 
so long formed the St. Louis end of the Ilinois Central 
route between Chicago and St. Louis. The old route was 
298 miles long, of which 199 was by the Illinois Central; the 
new one is 285 miles long, 187 being by the Chicago Divi- 
sion of the Illinois Central (to Tolono) and 148 by the 
Wabash. This but three miles longer than the Chicago & 
Alton route. It was reported recently that the Wabash 
would make a combination for Chicago business with the 
Chicago & Eastern Illinois road (late Chicago, Danville & 





Vincennes). This would have been a unis but 
it would have given the Wabash the advantage of a Chicago 
| outlet for a much larger part of its road. Now the Vandalia 
Line unites with the Chicago & Eastern Illinois, in such a 


| way that the whole length of each is utilized, but the route 
}is made 354 miles long, which will probably have a bad 


effect on passenger business. If the connection with the 
Vandalia Line were made at Marshall, through the Paris & 
Danville Railroad, instead of at Terre Haute, through the 
Evansville, Terre Haute & Chicago, the distance would be 
19 miles less. By the way, the Chicago & Eastern Illinois 
with its southern connections is favorably situated to serve 
asa Chicago outlet to the great number of east-and-west 
roads that cross Illinois south of Chicago, and whose chief 
business is carrying through to the East, but sometimes have 
considerable traffic bound to Chicago, while there are cases 
where it is desirable to run regular trains from them 
through to Chicago. This road, forming a line nearly due 
south from Chicago to the Ohio River, is the most easterly 
route that can be taken with advantage, and so gives the 
east-and-west road the maximum length of haul possible for 
it to get on Chicago traffic. For the same reason, however, 
it makes a longer route between Mississippi River points and 
Chicago than a connection with one of the lines that extend 
southwest from Chicago, such as the Chicago & Alton and 
the Chicago Division of the Illinois Central. 


THE INSURANCE ASSOCIATION OF THE BROTHERHOOD OF 
LOCOMOTIVE ENGINEERS for a long time entrysted the care 
of its funds to Mr. Frank Abbott, who is charged by that 
Association with having embezzled $15,000 of its money, 
and then run away to Colorado. Abbott was a resident of 
Port Jervis, N. Y., was once President of the corporation, 
twice a member of the New York Assembly, and was a can- 
didate for the Senate and declared elected, but the election 
being contested his seat was awarded to his opponent. At 
the Boston convention of the Brotherhood he acknowledged 
his inability to pay over the money intrusted to him, and 
offered to make an assignment of certain property to cover 
the amount. A committee of the Brotherhood appointed to 
negotiate with him refused the security which he offered, 
considering it inadequate, but offered to accept certain other 
property of hisin Port Jervis, and gave him a week to de- 
cide, affirming that if not then satisfied they would prose- 
cute him. Before the week was up he disappeared, and is 
said now to be employed on a mine railroad in Colorado, It 
is said that he used the money to pay for election expenses. 
The Journal of the Brotherhood complains that several di- 
vision secretaries have embezzled the funds in their hands, 
Under these circumstances, it is not surprising to learn, the 
membership of the Insurance Association has largely de- 
clined. 


THE BROTHERHOOD OF LOCOMOTIVE ENGINEERS reports in 
its Monthly Journal for March no less than 473 expulsions of 
members, all but a few either for “ violation of obligation ” 
or “‘unbecoming conduct.” As has been the case for some 
months past, very large numbers are reported as expelled 
from single divisions, indicating, we suppose, that some of 
these divisions are substantially disbanding. For instance, 
the March report shows 60 expelled from Division 58 (Scran- 
ton, Pa.), 49 from Division 47 (Hornelisville, N. Y.), 44 from 
No. 41 (Elmira, N. Y.), 28 from No. 7 (Lafayette, Ind.), 27 
from No. 31 (Cleveland, O.), 26 from No. 178 (Oil City, Pa.), 
and from 10 to 19 from each of ten other divisions. 
There have been no disappearances of divisions from the 
list during the past month, however. They still number 169, 
which is 23 less, as noted a few weeks ago, than the whole 
number that have been established. The number of mem- 
bers of Insurance Association of the Brotherhood Feb. 28 is 
reported to have been 2,135. 


A CONFERENCE ON EAST-BOUND BUSINESS was to be held 
at the Windsor Hotel, New York, on Thursday of this week, 
which is after we go to press. As to the probability that any 
effective action will be taken—or any action of any kind— 
we cannot speak with any confidence. There is evidence, 
however, that the railroads are becoming heartily tired of 
carrying at a 20-cent rate or a 15-cent rate. Indeed, there 
is, we believe, no difference of opinion as to the desirability 
of restoring rates: nobody has any point to make; no one 
complains that anyone gets more than its share of the traflic 
at regular rates, or that the differences in rates to different 
places require amendment. That is, though all are fighting, 
none pretend to have any object to secure in the contest. It 
is a struggle in which no one can be and no one wants to be 
victor; the parties simply let blood all around. 


Tue Lowest FREIGHT RATE ON RECORD was reported by 
telegraph from St. Louis last Tuesday. It was said that 
shipments of grain were taken that day for New York at 
ten cents a hundred. This, by the shortest route, is 0.188 
cent per ton per mile, and by some of the longer ones, which, 
however, convey a large proportion of the St. Louis ship- 
ments, it is 0.167 cent per ton per mile. At this rate the 
Mississippi River route to Europe will be ruined—to say noth- 
ing of the railroads; that is taken for granted. But if there 
must be a war, perhaps the bloodier the better; it will be the 
sooner ended. 


THe Rar Grain Movement is what may be called 
lively. The February receipts at New York by rail were 
23814 percent. greater than last year, and the New York 
Central’s increase lacked a little of being 400 per cent. If 
there was an adequate rate received for the business the 
roads would be getting rich; but when we compare with last 
winter we must remember that the grain then was mostly 
carried on contracts at rates at least as low as last Febru- 





ary’s rates. 
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Qeneral Mailroad Wews. 
MEETINGS AND ANNOUNCEMENTS. 


Dividends. 
Dividends will be paid as follows : 
Chicago, Milwaukee & St. Paul, 8’ _ cent., semi-annual, 
on the preferred stock, | pho April 10. 7 
—- Burlington & Quincy, 4 per cent., semi-annual, 
payable March 15. 
Meetings. 
seaa - will be held as follows: 
Pennsylvania, annual meeting, at Musical Fund Hall, 
Philadelphia, March 12, at 10 a. m. 
Cleveland, Tuscarawas Valley & Wheeling, annual meet- 
ing, at the office in Cleveland, O., March 13. 


Foreclosure Sales. 

The Iron Mountain, Chester & Eastern road was sold at 
Springfield, Ill., under a decree of foreclosure = by 
the United States Circuit Court, and bought by H. C. Cole, 
of Chester, Il, for $50,000. The road, formerly the Chester 
& Tamaroa, is completed from Chester, Ill., to Tamaroa, 
40.7 miles, with a coal branch 1.3 miles long. By the latest 
report the funded debt was $660,000. 

he Springfield & Northwestern road was sold in Spring- 
field, Ill., Feb. 23, under a decree of foreclosure granted by the 
United States Circuit Court. Bought for $100,000 by Col. 
John Williams, of Springfield. Col. Williams intends to 
organize a new company under the State law, and agrees to 
admit all bondholders who will deposit their bonds with the 
Court and agree to pay their share of the necessary ex- 
yenses. The road is completed from Springfield, Tll., to 
favana, 47 miles; the bontied debt is reported at $1,000,000. 

The Chicago, Clinton & Western was to be sold at Iowa 
City, March 5, under a decree of the Circuit Court. It is 
completed from Clinton, Ia., westward about 20 miles, and 
from Iowa City eastward to Elmira, 9 miles, with some 20 
miles more graded. 

The Ohio Central is to be sold at Bucyrus, O., March 25, 
The road was formerly the Atlantic & Lake Erie, and is 
completed from Moxahala, O., to New Lexington, 9 miles, 
and from Bremen to the Loe ge Cincinnati & St. Louis, 
crossing near Newark, 27 miles, the two sections being con- 
nected by the use of 12 miles of the Cincinnati & Muskingum 
Valley track, from New Lexington to Bremen. 

The Utica, Ithica & Elmira road is to be sold in fore- 
closure April 80, in New York. The foreclosure proceedings 
have been amicably conducted, the object being to transfer 
the controlling interest in the property, with the consent of 
all parties concerned. 

The Arkansas Valley road is to be sold under foreclosure 
at Denver, Col., May It is completed from Kit Carson, 
Col., to La Junta, 76 miles, and has a funded debt of $1,- 
125,000. It is controlled and worked by the Kansas Pacific. 

The Cherokee Railroad will be sold at Cartersville, Ga., May 
7, by D.S. Printup and Wm. F. Drake, Commissioners under 
a decree of the United States Circuit Court. One-third of 
the purchase money is to be ae within 30 days after the 
sale, the balance as directed the Court. The road is in 
operation from Cartersville, Ga., to Rockmart, 23 miles. 


ELECTIONS AND APPOINTMENTS. 


Blue Line.—The following circular is dated March 1: “ Mr. 
B. B. Mitchell has been appoined General Manager of the 
Blue Line, in the place of Mr. John B. Carson, resigned. It 
is requested that all communications relating to the business 
of the Line may be addressed to him at Rochester, N. Y.” 


Chicago & Lake Huron.—Mr. Chas. B. Peck, the new 
Receiver, announces the following list of officers: A. E. Chad- 
wick, Counsel; H. W. Chester, Chief Clerk and Cashier; W. 
F. Vanderburgh, Assistant Cashier; W. C. Ransom, Auditor; 
Wm. Bonner, General Ticket Agent and Accountant; L. E. 
Snively, Assistant General Freight Agent; Henry Funnell, 
Superintendent Eastern Division; F. L. Clark, Superinten- 
dent Western Division; Geo. W. Prescott, Master Mechanic; 
J. Phillips, Master Carpenter; T. G. Dunn, Master Car- 
Builder; G. P. Thompson, Superintendent Telegraph; J. H. 
Andrews, Purchasing Agent; J. E. Quick, General Baggage 
Agent; A, W. Davis, Car Accountant. The Receiver has 
issued the following order respecting the management of the 
road: ‘*The Receiver reserves to himself the care of the pro- 

erty and general management of the affairs of the fos. 
The Counsel will have charge of the legal affairs of the re- 
ceiver, and all legal processes served upon employés will be 
reported direct to him. _The Chief Clerk will prescribe the 
manner of keeping the Receiver’s accounts, and of the cash 
affairs of the company, and his orders, duly approved, will 
be respected accordingly. The offices of Ronduunater, Pay- 
master and Fuel Agent are abolished. Division Superinten- 
dents, in addition to their other duties, will have charge of 
repairs of track on their respective divisions, with such as- 
sistant roadmasters as they shall require. The duties of 
other officers mentioned will remain the same as heretofore. 
No purchases or other expenditures will be made until the 
same have been authorized by the Receiver. The salaries or 
wages of officers and employés will be the same as heretofore 
allowed, until otherwise notified. The utmost economy, care 
and watchfulness has been enjoined upon every one con- 
nected with the service.” 


Cincinnati & Baltimore.—This company has re-elected 
Wm. T. McClintick, President; Charles F. Low, Secretary. 
The road is leased to the Marietta & Cincinnati. 


Cleveland, Columbus, Cincinnati & Indianapolis.—At the 
annual meeting in Cleveland, O., March 6, the following di- 
rectors were chosen: L. Burke, James Barnett, J. H. Deve- 
reux, T. P. Handy, L. M. Hubby, H. B. Hurlburt, Amos 
Townsend, Cleveland; R. 8. Brown, Columbus, O.; R. M. 
Shoemaker, Cincinnati; Herman R. Baltzer, Walter Fergu- 
son, Hugh J. Jewett, F. L. Leland, New York. This is sub- 
stantially the old board. 


Florida Central.—Mr. James 8. McElroy has been aj 

poeees Master Mechanic, in place of W. 'T. Francis, resigned. 
Te has charge of the Car Department also. 

Fort Wayne, Markle & Southwestern.—The officers of this 
new company are: President, W. J. Holman; Vice-President, 
Solomon Sparks; Secretary, G. W. Diffendorfer; Treasurer, 
D. R. Buflington. 


Hannibal & St. Joseph.—Mr. J. B. Carson has been ap- 
oointed Traffic M r, to date from March 1. Mr. Carson 
= been for several years General Manager of the Blue 
uine, 

Indiana Extenston.—The directors of this new company 
are: William Young, David L. Hough, Fayette L. Simmons, 
Leonard Pearson, Blijah S. Alexander, Benj. B. Wiley, De- 
Forest Skinner. 

Kansas City & Eastern.—The officers of this company, 
successor to the Wyandotte, Kansas City & Northwestern, 
are: President, Solomon J. Jackson, New York; Vice-Presi 
dent, E. H. Allen; E. H. Allen, 

O, Swope; General Freight Agent and Auditor, C. D. Mc- 
Coys Bashier, B. F. ; Treasurer, Wm. McCoy. 
ces at Independence, Mo. 
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Kingston & Pembroke.—At the annual meeting in King- 

ston, Ont., Feb. 13, the following directors were chosen: 
tunn, C. F. Gildersleeve, J. Carruthers, W. Nickle, G. A. 
Kirkpatrick, W. Harty, Joseph Upper, C. V. Price, James 
Swift. The board elected C. F. Gildersleeve President; A. 
Gunn, Vice-President; George Osborne, Secretary and Treas- 
urer; B. W. Folger, Superintendent. 

Ligonier Valley.—The following officers were chosen at a 
recent meeting: President, 8S. H. Baker; General Manager, 
Thomas A. Mellon. Mr. Mellon is now one of the contract | 
ing firm of Mellon Brothers, who completed the road and 
own most of the stock. Offices at Latrobe, Pa. 

Marietta & Cincinnati.—At the annual meeting in Cin- 
cinnati, Feb. 19, the following directors were chosen: George | 
Hoadly, R. M. Bishop, W. W. Scarborough, James D. Leh- | 
mer, Cincinnati: Wm. T. McClintick, Wm. Waddle, Chilli- 
cothe, O.; W. B. Loomis, Marietta, O.; J. N. Camden, Par- 
kersburg, W. Va.; John King, Jr., Robert Garrett, H. C. 
Smith, W. F. Burns, Thomas Whitridge, Baltimore. The 
board re-elected Wm. Waddle, President; Charles F. Low, 
Secretary; Wm. E. Jones, Registrar. 

Marshalltown & Sioux City.—The officers of this new 
company are: President, A. T. Birchard; Secretary and 
Treasurer, John Turner. Offices at Marshalltown, Ia. 

Minneapolis & St. Louis.—Mr. Thomas Downing has been 
appointed Master Mechanic and will act as Master Car 
Builder also, 

Missouri & Western.—Mr. A. C. Persing is Master Me- 
chanic, with office at Peirce City, Mo. 

Northern Central.—At the annual meeting in Baltimore, 
Feb. 28, the following directors were chosen: B. F. New- 
comer, M. B. Sellers, Samuel M. Shoemaker, George Small, 
Baltimore; 8. M. Felton, J. N. Hutchinson, Wistar Morris, 
Dell Noblit, Jr., H. M. Phillips, George B. Roberts, Thomas 
A. Scott, Edmund Smith, Philadelphia. The only new_di- 
rector is Mr. Newcomer, who succeeds Hon. Wayne Mc- 
Veagh, giving the individual stockholders six members of 
the board. The board re-elected Thomas A. Scott, President; 
A. J. Cassatt, Vice-President; Stephen W. White, Secretary ; 
John W. Davis, Assistant Secretary. 

Northern, of Canada,—At the annual meeting in Toronto, 
Ont., Feb. 20, the following directors were chosen: Wm. 
Thomson, Hon. Frank Smith, C. J. Campbell, Major Greig, 
Noah Barnhart, J. L. Blaikie, Sir H. M. Jackson, W. Leth- 
bridge, Chas. 8S. Roundell, F. W. Cumberland. 

Pennsylvania.—Mr. Joseph W. Allen is appointed Ferry 
Receiver at Jersey City (an important and responsible posi- 
tion), in place of Charles L, Hart, dismissed. Mr. Allen was 
formerly General Passenger Agent of the West Jersey Rail- 
road, and has lately been in the ticket department of the 
Pennsylvania. 


Sheboygan & Fond du Lac.—At the annual meeting in 
Fond du Lac, Wis., Feb. 20, the old board was reélected as 
follows: Edwin Slade, Glenbeulah, Wis.; A. G. Ruggles, 
Fond du Lac, Wis.: E. Mariner, Daniel L. Wells, Milwaukee, 
Wis.; James F. Joy, Detroit, Mich.; Moses Taylor, R. G. 
Rolston, New York. The board reélected Daniel L. Wells, | 
President, A. G. Ruggles, Vice-President and Treasurer; 
John Waterbury, Auditor; E, Mariner, Solicitor; George P. 
Lee, Superintendent. 

St. Johns.—Mr. J. M. Hallowes, heretofore General Freight 
and Ticket Agent, is appointed Treasurer also, in place of 
J. G. Ambler resigned. Office at St. Augustine, Fla. 

Union Pacific.—At the annual meeting in Boston, March 
6, the following directors were elected: Sidney Dillon, David 
Dows, Jay Gould, J. Richardson, New York; Elisha Atkins, 
F. G. Dexter, Frederick Nickerson, F. L. Ames, E. H. Baker, 
Boston; W. L. Scott, Erie, Pa.;H. H. Porter, Chicago; 8. 
H. H. Clark, Omaha, Neb, ; John Sharp, Salt Lake City; G. 
M. Dodge, Council Bluffs, Ia.; W. A. H. Loveland, of Colo- 
rado. The new directors are Messrs. Nickerson and Love- 
land, who succeed Benjamin E. Bates, deceased, and C. K. 
Garrison. The board afterwards re-elected Sidney Dillon 
President; Elisha Atkins, Vice-President; Henry etitiend. 
Secretary and Treasurer, Oliver W. Mink, Assistant Secre- 
tary and Treasurer. 

Mr. Leavitt Burnham succeeds O. F. Davis, resigned, as 
Land Commissioner, Mr. E. Dickinson has been appointed 
Superintendent of the Laramie Division, in place of S. T. 
Shankland, resigned. 

Vicksburg & Meridian.—Mr. W. M. Vosburg has been 
chosen Secretary and Treasurer, in place of N. G. Bryson, 
deceased. 

Virginia Railroad Commissioner.—The General Assembly 
of Virginia has reélected Col. Thomas H. Carter Railroad 
Commissioner for a second term, 

Wabash.—The new board has elected James A. Roosevelt, 
President; A. L. Hopkins, Vice-President; W. B. Corneau, 
Secretary and Treasurer. 


TRAFFIC AND EARNINGS. 


Grain Production in Kansas. 

The Secretary of the Kansas State Board of Agriculture 
reports as follows the production of the chief grains raised in 
that State for the past six years, the quantities being in 
bushels: 











Year. Winter wheat. Spring wheat. Corn, Total. 
aa 2,173,595 889,346 46,667,451 49,730,392 
Re 4,548,358 1,445,660 29,683,843 35,677,877 
Se 6,870,606 3,010,777 15,699,07: 25,580,461 
1875........10,046,116 3,163,287 80,798,769 008,172 
1879........11,738,408 2,881,817 82,308,176 96,928,401 | 
EE 9,714,171 3,518,386 103,565,646 116,798,203 


By far the larger part of the corn is, of course, consumed 
on the farms, as is the case elsewhere in the country; but | 
there is a good deal ae from Kansas, though the dis | 
tance is so great that either the carriers or farmers must do | 
without profit at ordinary prices for corn. The production 
of wheat in 1877 apparently was sufficient to leave some | 
8,500,000 bushels for exportation. | 

Coal Movement, 

Coal tonnages for the week ending Feb. 23 are reported as 

follows: 





1878. 1877. Inc. or Dec. P. c. | 


RIOD oo ok c ahs snesacustacen 252,077 275,150 Dec .23,073 8.4} 
Semi-bituminous........... .... 35,860 33,256 Inc.. 2,604 7.8 
Bituminous, Pennsylvania...... 36,097 35,863 Ime... 234 0.7 


The Anthracite Board of Control fixes the March produc- 
tion at 825,000 tons, apportioned as follows to the different | 
lines: Philadelphia & Reading, 250,000 tons; Lehigh Val- 
ley, 150,000 tons; Central, of New Jersey, 125,000 tons; 
Delaware, Lackawanna & Western, 100,000 tons; Delaware | 
& Hudson Canal, 100,000 tons; Pennsylvania Rai d Com- | 
pany, 50,000 tons; Pennsylvania Coal Company, 50,000 | 
tons. If this apportionment is adhered to, the anthracite 
tonnage for the first quarter of 1878 will be nearly 800,000 
tons less than for the same time in 1877. Most of the com | 
panies had large stocks on hand at tidewater at the begin- | 
~~ of the year. 

The coal tonnage of the South & North Alabema Railroad 
for the last four years has been: 1877, 139,182 tons; 1876, 








76,140 tons; 1875, 57,517 tons; 1874, 88,180 tons. The 
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cent. 


Railroad Earnings. 
Earnings for various periods are reported as follows: 
Year ending Sept. 30: 



































1876-77. 1875-76. Inc. or Dec. P.c 
Sheboygan & Fond 
du Lac... $100,011 $130,014 Dec.. $30,003 23.1 
Expenses.. 87,807 107,744 Dec.. 19,937 18.5 
Net earnings... $12,204 $22,270 Dec.. $10,066 45.1 
Earn. per mile,. 1,276 1,658 Dec.. 382 23.1 
P. c, of exp’nses 87.80 82.88 Inc.. 4.92 5.9 
Year ending Dec. 31: 
1877. 1876. 
Dubuque South- 
western ........ $105,316 $112,466 Dec.. $7,150 6.4 
Northern Central. 4,070,388 4,369,926 Dec.. 299,538 6.9 
Expenses ...... 2,745,925 3,242,326 Dec.. 496,401 15.3 
Net earnings... $1,324,463 $1,127,600 Inc.. $196,863 17.5 
Earn. per mile. . 12,486 13,405 Dec.. 919 6.9 
P. c. of exp’nses 67.46 74.20 Dec.. 6.74 9.1 
Northern, of Can. 728,472 784,801 Dec.. 56,329 7.2 
Expenses....... 415,773 458,552 Dec.. 42,779 9.1 
Net earnings... $312,699 $326,249 Dec.. $13,550 4.2 
Earn. per mile.. 4,336 4.671 Dec.. 335 «(7.2 
P.c. of exp’nses 57.07 58.42 Dec.. 135 23 
St. Jo. & West... DEE sdcaceews igs. s<b50000%0s<ib que at 
Expenses....... WEEE, ocncdananecs /+ctasetdeucscoeie 
Net earnings... ED ncGsis ae ienered 
Earn. per mile.. DE -cicdnxdsende Veeteedeendurmies 
P. c. of exp’nses GEN) s¥escneasedch «ieudsctadquanates 


Two months ending Feb. 28: 


1878. 
Chic., Mil. & 8. P. $1,373,000 


$593,567 76.2 
St. Louis, Kan. C. 

& Northern.... 499,290 471,711 Inc.. 27,579 5.8 
St. L., lL. Mt. & So. 731,300 729,610 Ine.. 1,690 0.2 
Wabash........... 701,818 648,034 Inc.. 53,784 8.2 

Month of January: 

Chi. & Northw’n.. $1,077,891 $787,726 Inc.. $290,165 36.8 
Denver & Rio G. 60,201 41,858 Inc. 18,343 43.8 

Net earnings... 19,160 16,602 Inc.. 2,558 15.4 

P. c. of exp’nses 68.17 60.33 Inc.. 7.84 13.0 
Phila. & Reading. 673,980 780,806 Dec. 106,826 13.7 
St. Louis & South- 

eastern......... 85,967 91,257 Dec. 5,290 5.8 

Net earnings... 13,107 24,788 Dec. 11,681 47.1 

P. c. of exp’nses 84.12 73.04 Ine.. 11.08 15.2 
St. Paul & Sioux 

Pre 40,467 30,597 Inc. 9,870 32.3 
Sioux City & St. 

Perea 25,959 15,522 Inc.. 10,437 67.3 


Month of February: 
Chi., Milwaukee 


& St. Paul..... $667,000 $403,880 Inc.. $263,120 65.1 
Minneapolis & St. 

ae TEER —iséib heen ce) wedennsnconevsses cece 
St. Louis, Kan. C. 

& Northern..... 235,001 231,669 Inc.. 3,332 14 
St. L., I. Mt. & So. 341,900 352,407 Dec.. 10,507 3.0 
Wabash.......... 311,309 332,510 Dec.. 21,201 6.4 

Third week in February: 

Denver & RioG.. $13,538 $10,600 Inc.. $2,938 27.7 

Week ending Feb. 23: 

Grand Trunk..... $172,382 $164,796 Inc.. $7,586 46 


Grain Movement. 
Receipts and shipments of grain of all kinds for the week 
ending Feb. 23, were, in bushels: 
1878. 1877. Inc. or Dec. P.c, 
Northwestern receipts.2,379,274 2,516,562 Dec.. 137,288 5.5 
wi shipments.1,671,283 1,016,305 Inc.. 654,978 64.4 
Atlantic receipts....... 3,314,860 1,866,919 Inc..1,447,941 77.5 
The Northwestern receipts show a decrease for the first time 
for many weeks; this, however, is not due to exceptionally 
small receipts this year, but to exceptionally large ones last 
year. The Northwestern shipments, though much greater 
than last year, are much smaller than for any of the four 
weeks previous, in spite of the lower rates. The receipts at 
Atlantic ports are still very large, yet the smallest of the 
past five weeks. It is not safe to draw a conclusion from one 
week’s business, but so far as it goes, this indicates that there 
is no virtue in low rates to increase the grain movement 
further. Since the week reported, rates have been reduced 
considerably, and there appears to be no longer any object 
to hold grain for navigation to open. The grain now is 
likely to goor stay where there is the least expense for 
storage, as it must be kept somewhere until it is consumed. 
For the six months ending with February, the receipts of 
all grains at Chicago, and of wheat alone at Milwaukee, have 
been, in bushels: 






1877-78. 1876-77. 1875-76. 1874-75. 
Chicago, all grains.44,628,096 40,805,950 36,962,139 32,121,182 
Milwaukee, wheat.18,110,037 7,978,873 16,091,648 10,074,219 

Receipts of grain at New York by different railroad routes, 
for the month of February, have been: 


1878. 1877. Increase. P.c. 
-3,244,735 652,566 2,592,169 397.0 


New York Central... 
cri 1,831,448 607,090 1,224,358 201.7 


peer ‘ 






























Pennsylvania. 782,108 471,734 °310,374 66.0 
Total.............0...+.++.5,858,291 1,731,390 4,126,901 238.5 
Baltimore grain receipts for February were as follows: 

1878. 1877. Inc. or Dec. P< 
| Flour, barrels.......... 86,104 102,957 Dec.. 16,853 16.2 

Wheat, bushels........ 921,243 116,849 Inc. 804,394 688.7 

oo ery ee 1,610,585 2,299,040 Dec..688,455 29.9 

Other grain............ 90,850 45,485 Inc.. 45,365 100.00 
Total grain........... 2,622,678 2,461,374 Inc..161,304 6.6 
Total (flour reduced 

to grain)...........3,053,198 2,976,159 Inc.. 77,039 2.6 
For the two months ending Feb. 28 the receipts were: 
1878. 1877. Increase. P. c. 
PROUP,. DATO. 6 oiccsciincicecees 202,319 191,189 11,130 5.8 
Grain, bushels.................5,241,821 4,711,303 530,518 11.3 





Total (flour reduced to grain).6,253,416 5,667,248 586,168 10.3 
Exports of flour for the month were 38,470 barrels. 


Norfolk Cotton Business. 

Norfolk cotton a for February were 35,193 bales, a 

decrease of 12,667 bales, or 26.4 per cent., from 1877. For 

the six months of the cotton year, from Sept. 1 to Feb. 28, 
receipts were, in bales: - 

1877-78. 1876-77 Inc. or Dec. P.c. 


° 





Atlantic, Miss. & Ohio R. R..163,538 187,587 Dec.. 24,049 12.8 
Seaboard & Roanoke R. R...149,435 235,631 Dec.. 89,196 36.6 
Canals and otherwise. ....... 37,750 37,318 Inc.. 432 1.2 

I, 6o.xn veknnticaniayedies 350,723 460,536 Dec..109,813 23.8 


23. 
Of the receipts this year 159,879 bales were local, consigned 
to Norfolk, and 190,844 bales were through cotton, bound to 
points beyond. 

OLD AND NEW ROADS. 


Allegheny 1g ate was recently brought in Pitts- 
isher and others for for an al- 
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| 
leged conspiracy between this company and the Pennsyl-| 
vania Railroad Company to break up the business of trans- 
porting oil down the Allegheny River in barges. The charge 
is that in 1871 the Pennsylvania Railroad sae on solici- 
tation of the Allegheny Valley, to allow a rebate on such oil 
shipped east from Pittsburgh as had been brought to that 
city by rail, which was refused to oil coming by river. This 
action destroyed the plaintiff’s business. After hearing evi- 
dence on behalf of the plaintiff in the first suit, the Court 
granted a non-suit, but afterward allowed an appeal. 


Atlantic, Mississippi & Ohio.—The net earnings for 
December are reported as follows: 1877, $42,654.84; 1876, 
$40,710.23; increase, $1,944.61, or 4.8 per cent. The net 


earnings in 1877 were diminished by the heavy extra ex- 
penditure required to repair damage done by floods. 


Bedford, Brownstown & Madison.—In a suit brought 
to enforce a subscription of $110,000 made by ison, 
Ind, in aid of this projected road, the Indiana Cireuit Court 
has decided that the vote taken was illegal and void, and 
that the tax could not be collected. He furthermore stated 
that if the vote had been according to law, and the assess- 
ment valid, the tax could not have been collected until the 
company had expended the sum of $110,000, the amount 
voted, inside the limits of the township. The judge further 
held that the directors were individually liable for all ex- 
penditures. 


Boston & Albany.—The Massachusetts Governor’s 
Council has instructed the Attorney-General to bring suit 
against this company to recover $410,000, with interest 


from Oct. 1, 1876, being the purchase money for some 15 | R 


acres of the South Boston flats, bought by the company in 
1869. The company does not refuse to pay for the property, 
but claims an offset of about $100,000, on the ground that 
the State has not entirely fulfilled its agreement to fill in the 
land, which was formerly under water; further, that streets 
have been laid out over the property in such a manner that 
part of it will revert to the State. The company has before 
offered to pay if the offsets it claims are allowed, but the 
State wants the full amount. 


Boston, Clinton, Fitchburg & New Bedford.—This 
company having reduced the pay of its locomotive engineers 
25 cents per day, they remonstrated, and, after a conference 
with the President, succeeded in getting 10 cents of the re- 
duction restored. The freight-trainmen have also asked for 
an increase on their present pay. 


Buffalo & Southwestern.—This company has made 
arrangements with the Erie by which it now runs a through 
line between Buffalo and Bradford, the centre of the latest 
oil region. A car-hoist has been put up at Dayton, N. Y., 
where the two roads cross, to transfer the through cars from 
trucks of one gauge to those of the other. 


Canarsie & Rockaway Beach.—This short suburban 
railroad, running from East New York to Canarsie, four 
miles, has for some years been worked by H. P. Reid under 
a lease from the owners. Last week the owners seized the 
road, claiming that the rent had not been paid when due; 
and tore up some 300 feet of the track, stopping all traffic. 
The road does very little business in the winter. Mr. Reid, 
the lessee, has begun suit to recover damages from the own- 
ers for the seizure of the equipment. 


Central Pacific.—Still heavier damage is reported to 
this company’s lines from the recent freshets in California. 
The Oregon Division suffered from some washes and land- 
slides above Red Bluff, as well as on the southern end. The 
Visalia Division escaped serious damage, but the line leased 
from the Southern Pacific was badly washed between Mo- 
have and Sumner, stopping all through traffic for several 
days. The California Pacific road was also very badly 
damaged. 


Central Vermont,—In the suit of the Vermont & Can- 
ada Company, at St. Albans, March 4, Chancellor Royce 
gave his decision denying the motion for an injunction and 
the appointment of a receiver for the Vermont Central and 
the Vermont & Canada roads, pending the determination of 
the suits now in progress: 


Chicago & Alton.—The contracts let last week for the 
grading and masonry on the extension of the Missouri Divi- 
sion from Mexico to Marshall are as follows: Sections 1, 2, 
8, 4, 5, 68, 69, '70, 72, 73, 74, 75, 76, 77, J. 8. Wolf & Son, 
Ottumwa, Ia.; sections 6 to 28, inclusive, Willis Phelps & 
Co., Springfield, Mass.; sections 32, 33, 34, J. T. Simons & 
Co., St. Louis; sections 35, 36, 87, T. Monaghan & Co., St. 
Louis; sections 29, 30, 31, James Reilly & Co., St. Louis; 
sections 38 to 44, inclusive, John O’Donnell, St. Louis; sec- 
tions 45, 46, 47, 48, J. Hayes & Co., Macon, Mo.; sections 
49 to 56, inclusive, and 58 to 67, inclusive, N. Cornell & Co., 
Dwight, Ill.; section 71, David Ford, Marshall, Mo. ; sections 
78 to 84, inclusive, J. Hayes & Co., Macon, Mo. The sec- 
tions are about one mile each, and are to be completed by 
Aug. 1. About 62 miles, from Marshall to Kansas City, are 
still to be let. 


Chicago, Danville & Vincennes.—The bondholders 
who bought this road at foreclosure sale and now form the 
Chicago & Eastern Illinois Company, have filed a bill in the 
United States Circuit Court to review and set aside so much 
of the decree of foreclosure as orders from the proceeds of 
the sale the payment of a number of intervening claims for 
labor and supplies, amounting in all to about $150,000. 
The bill charges that it is error to order the payment of 
these claims in preference to those of the bondholders, as 
they are debts incurred subsequent to the execution of the 
mortgage. The trustees join in the suit. 


Chicago, Milwaukee & St. Paul. — The following 
statement for the business of 1877 has been made. 

Gross earnings ($5,787 per mile)...................... $8,114,894.27 
Expenses (55.95 per cent.).............ssseecceseccves 4,540,433.57 


$3,574.460.70 
2,162,159.15 


$1,412,301.55 
859,563.80 


Net earnings ($2,550 per m 


RS 
Interest payments PR 2 





SONS chnnonneed qh acentissosabe coated 
Dividends, 7 per cent., on preferred stock 


Balance $552,737.75 


One dividend of 314 per cent. on the preferred stock was 
paid Jan. 25, 1878, and a second of the same amount has 
just been declared. 

The Iowa State Senate has passed the bill giving this com- 
vany the land grant of the former McG r Western road 

or an extension of its lowa & Dakota Division from Algona 
to Sioux City. This division is the eastern section of the 
line for which the land grant was given, but there has been 
quite a contest over the remaining portion of the grant. 


Chicago & Northwestern.— the six months 
ending with February the total receipts o: i Chicago 
and the amounts received there b 
for four years: 


1877-78. 1876-77. 1875-76. 1874-75. 
cay ,628,096 40,805,950 36,962,139 22,121,182 
By C. & N. W. .... 12,574,457 7,767,281 saa 9,387,573 
P.c. by C. & N. W. 28.0 19.0 4 29.2 


From Sept. 1, 1874, to Feb. 28, 1878, three and one-half 


grain at Chi 
y this railroad have been jhro 








ears, in which time the total ee. receipts were 88,- 
10,532 bushels of wheat, 190,980,850 bushels of other 
a. 9,264,152 barrels of flour, and 18,437,393 hogs, the 
hicago & Northwestern brought 48 per cent. of all the 
en 1645 of the grain, 434¢ of the flour, and 1814 of the 
ogs. 


gun in Chicago to recover some $22,000 internal revenue 
| taxes on interest paid by this company as guarantor on 
| bonds of the Chicago & Southwestern. ‘The Rock Island 
Company claims that it is not responsible for the tax, hav- 


| incorporation to build a railroad 
Chicago, Rock Island & Pacific.—A suit is to be be- | 





to Hollis, eight miles.. The gugtiel stock is to be $80,000. 
The object is to provide an independent line for the Toledo, 
Peoria & Warsaw, where it now uses the Peoria, Pekin & 
Jacksonville track. 


Indiana Extension.—This company has filed articles of 
rom the Illinois line in 
Lake County east by north to the Michigan line in Elkhart 
County; to connect with lines to be built in Illinois and 
Michigan. The length of road is 96 miles; capital stock to 
be $2,800,000. 





| ing _ the interest only under its guarantee given on the 
bonds. 


Chicago, St. Louis & New Orleans.—This company 
| has been “gee ty oe ey to be received at Jack- 
|son, Tenn., until arch 1 ), for grading an extension of 
| three miles, from Fillmore, Ky., up the east bank of the 
Ohio to a point opposite Cairo, in. a distance of three 
miles. The work tor the whole distance will be an em- 
bankment or levee, averaging nine feet in height, and 3,000 
feet of the bank is to be graded for three tracks, making it 
at least 40 feet wide. 


change of business with the Illinois Central at Cairo. 


Chicago & Lake Huron.—The Court has authorized 
the Receiver to fence the road where necessary. 


separate company to fill the gap in this road between Flint 
and Lansing, is worked as a part of the line. Recently Wm. 
. Bowes, Secretary of the Chicago & Northeastern, filed a 
bill in chancery, in the United States Circuit Court, in 
Detroit, setting forth that certain parties who held bonds of 
that company as collateral were threatening to turn them 
over to Vanderbilt, thus giving him control of the road, 
much to the injury of the stockholders. The bill asked for 
an injunction to prevent this transfer of the bonds, and the 
i ap eg oe of a receiver of the road. 

few days since Mr. Bowes was arrested on a warrant 
sworn out by other officers of the company on a charge of 
unlawfully retaining a considerable amount in certificates 
which had been paid him for the company by W. L. Ban- 
croft, Receiver of the Chicago & Lake Huron. This charge 
is said to have been made to prevent Bowes frem pressing 
the other suit. 


Denver & Rio Grande.—The Treasurer’s report for 
January on 304 miles worked is as follows: 





REE Re TP RO He .$44,935.27 
Passengers, mail and express. . 15,134.48 
Eb neo Cevatecersubecksebacss Fests ees 131.00 

Datel GIR.GS per MID)... .s:s0 vicina rcccccsscvocsces 60,200°75 
Expenses (68.17 per cent.).............ececeeeeeeseeeeees 41,040.93 


bin 5 006 wagn sbosd Soeneee $19,159.82 


The gross earnings include $1,926.08 for mails and $949.23 
for other Government business, 


Net earnings ($63.03 per mile) 


East Tennessee & Western North Carolina.—Local 
papers report that work is to be oe shortly on the con- 
struction of this road from the East Tennessee, Virginia & 


Georgia road at Johnson, Tenn., east to Cranberry, N. C. 
The distance is about 33 miles, and the road will be of 3 feet 
gauge. It will be built by Pardee & Co., of Pennsylvania, 


who own the large bed of magnetic iron ore, at Cranberry, 
to reach which the road will be built. 


Erie.—Receiver Jewett’s account for December, as passed 
by the Referee, is as follows: 


ED, 1itcccecdskoakeve cts scecdensech ens bets 947.21 
TRDORIIOB occ ccc cccscccgetendusecsesesosceccecoceese ss 2,815,350.76 
NS i 0.000ccctcviobvadebtthe cobbece seadeunbave $3,260,297.97 
DS \ucinwnnsiscede sabadethtesecesw eens een 2,793,679.27 
gy ESE re ay oper y ree TTT $466,618.70 


The Court has authorized the Receiver to sell to Wilder & 
Co. a judgment for $12,648 against the town of Oneonta, 
which is one of the assets surrendered by Jay Gould. It has 
also authorized the Receiver to make the necessary expendi 
ture, for a crossing, signal station, etc., in connection with 
the Rochester & State Line road at Salamanca. 

The following resolutions were at a meeting of the 
share and bondholders in London Feb. 21, 1878: 

** Resolved, 1st. That the thanks of this meeting be ren- 
dered to Mr. Jewett and counsel, for their vigorous resist- 
ance to the factious litigation which sprung up after the 
foreclosure decree, and for laying bare the false and fraudu- 
lent pretenses, the indefensible motives, and the careless 
swearing of parties lending their names to such litigations. 

‘2d. That this meeting desires to express to the honorable 
judges of the Supreme Court of New York, its confident 

rust that they will use their powers to discover and punish 
the persons who, for stock-jobbing purposes, abused the 
name of the Court, by falsely telegraphing to London, on 
the 15th of January, that an order of Court had been ob- 
tained for postponing the sale under the foreclosure decree. 

‘*3d. That the reconstruction trustees be requested to use 
all possible means for discovering the person who concocted 
that false telegram, and also in the further e re of the 
‘fraudulent pretences and false statements of litigants in 
| New York, and in the discovery of the use by them of names 
| without authority. 
| ‘4th. That the bondholders and stockholders now present 
| reiterate their conviction that the scheme of reconstruction 
| is fair and reasonable, and that, as the enarest of the bona- 

holders may be considered unanimous, and there is no bona 
| fide opposition by stockholders, the reconstruction trustees 
| are urged to use all the means in their power to prevent any 
further postponement.” 


| Fort Wayne, Markle & Southwestern.—A company 
| by this name has been organized to build a railroad from 
| Fort Wayne, Ind., southwest to Terre Haute 
| miles. e capi 
| purposes using existing roads for some part of the distance, 
| if possible. 


| Golden, Boulder & Caribou.—This road now has 





| track laid from Boulder, Col., southeast six miles to the 


| Marshall coal mines. The road is of standard 
has been built as a branch or extension of the 


Boulder Valley road to the Marshall mines. 
Great Southern.—This company appears again, this 
| time as petitioner for a subsidy or Government guarantee on 
$15,000,000 of bonds for its proposed line from Millen, Ga., 
to — ¥la., and thence to the southern extremity 
of Florida. 


Hannibal & St. Joseph.—The new vane for a 
receiver made by Turner and _ others, stockholders, in the 
Circuit Court at Chillicothe, Mo., was recently dismissed 


uge, and 
mver & 


ugh a misapprehension. On application of counsel for 
‘the plaintiffs the case was reinstated and continued to the 
next term of Court, with a rule requiring the company to 
| appear and plead at that time. 


Hollis & Peoria.—A com: 
organized to build a railroad 


| 


y_by this name has been 
Peoria, Ill, south by west 





The object of the extension is to ena- | 
ble the company to make better arrangements for the ex- | 


The Chicago & Northeastern road, which was built by a | 


about 175 
tal stock is fixed at $990,000. The company 


Iowa Railroad Law.—In the Iowa House of Repre- 
| sentatives, Feb. 26, Mr. O'Donnell, of Dubuque, introduced 
a joint resolution declaring it to be the sense of the Legisla- 
| ture that the railroad tariff law ought not to be changed for 
| the next two years. He said he desired simply to get an in- 
| formal opinion of the House. Much opposition was mani 
| fested against thrusting the question before the House in this 

manner, and the resolution was referred to the Committee 
| on Railroads; ayes, 54; noes, 41, which is considered a test 
| vote on the tariff law. 


| Madeira & Mamore.—A dispatch from London says 
that by a convention concluded with the Bolivian Govern- 
ment the sum of £743,000, now in the Bank of England, 
which is the residue of the loan raised by Bolivia for the pur- 

ecrted building this road, is to be transferred to the bond- 
| holders, and will probably be divided among them. Mr. 
Collins, one of the present contractors, states that this will 
| not affect their contract, which is guaranteed by the Brazil- 
| ian Government. 


Marshalltown & Sioux City.—A company by this 
| name has been organized to build a railroad from Marshall- 
town, Ia., the crossing of the Chicago & Northwestern and 
| the Central roads, westward to Sioux City, about 190 miles. 
The proposed line is between the Chicago & Northwestern 
and the Illinois Central's Iowa Division, and is partly occu- 
pied by the new Maple Valley road. 


meets & Little Rock.—A dispatch from Memphis, 
Tenn., Feb. 28, says: “‘Judge Trigg, of the United States 
District Court, in the case of the Memphis & Little Rock 
Railway Company against M. M. Buck, to enjoin him from 
selling the depot and track of the said company in this city, 
to-day, held that the Federal Court had no power to enjoin a 
sale under the decree of the State Court, and, consequently, 
that the sale ordered by the Supreme Court of the State 
should be made,” 


Mobile & Alabama Grand Trunk.—This company 
has opened books of subscription to its proposed new issue 
of first-mortgage premium bonds. A total subscription of 
$500,000 is required to secure the extension of the road to 
Uniontown, Ala., where it will connect with the Alabama 
Central. The distance is about 80 miles. 





New York Railroad Commission.—A bill similar in 
its provisions to one that failed last year has been intro- 
duced in the New York Legislature, providing for a Railroad 
Commission of three members who are to have a general 
supervision of all railroads, with power to examine into the 
affairs of any company, and when it appears that a company 
has violated any constitutional provision or law the facts 
are to be presented by the Commissioners to_ the 
Attorney General, who shall institute proceedings. 
The bill further empowers the Commissioners bb direct im- 
provements and repairs on railroads for the better accomo- 
dation of the public; to organize a uniform system whereby 
railroad accounts shall be kept, and bonds and mortgages is- 
sued, and to investigate accidents. Railroad corporations 
are required to furnish the commission with such informa- 
tion as they may desire, and the commission is required to 
make an annual report to the Legislature of their doings. 





New Zealand Railroads.—According to the annual 
report of Mr. Carruthers, Engineer-in-Chief for the colony 
of New Zealand, there were on June 30, 1877, in that a 
860 miles of railroad completed and in operation, with 274 
miles more under construction and to be completed during 
the present year. The total cost of the completed lines is re- 
ported at $30,649,600, an average of $35,639 per mile, The 

-eipts of the completed lines for the year ending June 30, 
1877, were $1,555,935, or $1,809 per mile; the expenses, 
$1,124,000, or 72.24 per cent., and tne net earning $431,985, 
or $491 per mile. The lines, we believe, are all owned by 
the Government. * The length of road is remarkable, New 
Zealand being the third in population of the English colonies 
in Australasia, but standing first, or nearly so, in length of 
railroads. The population of the colony is nearly 400,000, 
having increased 132,000 in five years. There is therefore 
one mile of railroad to 465 inhabitants, and on the comple- 
tion of the lines in progress, the ratio will be one mile to 35 

rsons, without allowing for the probable increase in num- 

rs. The lines have been built and equipped by English con- 
tractors, but recently some American locomotives have been 
put on one of the roads, and more have been ordered. 


North Brookfield Branch.—This company reports for 
the last year the total receipts of the road at $13,443. Of 
this the Boston Albany receives $2,000 for hire of equip- 
| ment and 75 per cent. of the balance for operating, leaving 
| the company $2,861, which is increased to $2,929 by rents 
| of the depot hall. This is sufficient to pay 3 per cent. on the 
| cost of the road. Apart from this itis claimed that the 
| town’s expenditure of $90,000 on the road has been fully 
justified, the actual saving in cost of hauling freight and 
stage fares in two years having been $43,614, apart from 
the conveniences secured by the building of the road. The 

is 4144 miles long, connecting North Brookfield with the 
Boston & Albany road. 


Northern Central.—The proceedings at the annual 
meeting in Baltimore, Feb. 28, were enlivened by a little 
sharp discussion. The usual resolution approving the annual 
report being moved, a substitute was offered, providing for 
an investigation of the affairs of the company. It 
| Was ur, that while the reports presented everything as 
favorable, the stockholders got not 4 hy the company’s 
debt continued to increase. The stock had been steadily de- 
clining and the individual stockholders had no chance at all, 
being always overruled by the controlling interest held by 
| the Pennsylvania Railroad Company. President Scott said 
| that the earnings of the road were made fairly and fully for 
| itself, that it received its full proportion of business and 
| rates and in fact had an extra allowance to cover terminal 

expenses. The board was always willing to give fuil infor- 
| mation to stockholders, and it had been decided to allow the 
| individual stockholders an additional director, givir them 
| one-half the board. After some further discussion the sub- 
| stitute was rejected and the resolution approving the report 
| was , 
| Olean, Bradford & Warren.—This newly completed 
narrow- road is 22.96 miles long, from Olean, N. ’ 
east by south to Bradford, Pa. It has been built by two 
separate companies of the same name, the New York com- 
y owning 12.53 miles, from Olean to State Line, and the 
| Poausyivents organization 10.43 miles, from State Line to 
Bradford. It runs through a ‘ith biek ¢ hilly country and 
is an extremely crooked road, wi grades. On the New 
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York section the heaviest grade is 150 feet to the mile, and 
the summit near the State Line is 960 feet above the Alle- 

heny River at Olean; the sharpest curve is 30 de; and 
there is one other of 28 degrees. There isa long bridge over 
the Allegheny River and much trestle work. the Penn- 
sylvania section there are several miles of 50 feet grade and 
one grade of 128 feet to the mile. The longest trestle, 800 
feet, is at Rock, and there is a high trestle 300 feet long 
at Bell’s Camp. A third long trestle over the Tunungwant 
Creek is now in use, but is to be replaced by a bridge of 50 
feet span and an embankment. The Pennsylvania section 
was built by P. H. Towel, contractor, in four months and 
six days. On the New York section the last rail was laid in 
two months and five days from the beginning of the work, 
the road having been built by the company, Superintendent 
J. D. Yeomans having charge. 


Oregon Central.—Surveys have been made for an ex- 
tension of this road from its present terminus at St. Joseph, 
Oregon, southward 26 miles to Dixie. The extension would 
serve a well settled farming country with considerable trafic. 
There is said to be no heavy grading on the extension, but a 
good deal of bridging will be needed. 


Pennsylvania,—The January statement of this company 
is as follows: The business on all lines east of Pittsburgh and 
Erie for January, 1878, as compared with the same month 
in 1877, shows: 


An increase in gross earnings Of.... ............seeeeeeees $12,730 
DOCTORNS TR GIO 05.5 05586 oe CSC ie eee invncdnenesecostnn 137,947 
Web GOs Sao 6 kth inn hk accddaaedadeenssastedsoncncated $150,677 


All lines west of Pittsburgh for the month of January, 
1878, show a profit over all liabilities of $148,155. 


Peoria & Springfield.—This road, which is completed 
only from Peoria, Ill, to Pekin, 914 miles, has been for some 
time in the hands of a receiver. Recently the Pekin, Lin- 
coln & Decatur Company offered to lease the road for $3,000 
per month, ogreding also to keep it in repair. This offer was 
accepted by the Receiver and approved by the Court, but the 
lease has not yet been finally executed. The Indianapolis, 
Bloomington & Western has been using the Peoria & Spring- 
field for several years, and is reported to be trying to pre- 
vent the execution of the lease. 


Philadelphia & Reading, — This omen reports 
gross earnings for the month of January as follows: 





1878. 1877. Ine. or Dec. P. c. 
Railroad traffic...... $610,768 711,729 Dec .$100.961 14.2 
Canal traffic......... 992 386 Inc.. 606 157.0 
Steam colliers....... 62,164 68,448 Dec. 6,284 9.2 
Richmond coal 
barges....... Sinks 56 243 Dec. 187 «77.0 
Total R. R. Co.. $673,980 $780,806 Dec .$106,826 13.7 
Coal & Iron Co...... 364,134 431,037 Dec. 66,903 15.5 
Teel: 5.25 Koaces $1,038,114 $1,211,843 Dec .$173,729 14.3 


The Philadelphia Ledger says: ‘‘ Notwithstanding the 
suspension of mining and rigid curtailment of coal produc- 
tion last month, the net profits of the two companies, i. e., 
the Reading Railroad Company and the Coal & tron Com- 
pany, for the first two months of the present fiscal year 
after the payment of all expenditures for dead work an 
new improvements by the Coal & Iron Company, and all 
leases, both of canals and railroads, by the railroad com- 
pany, were $253,385 greater than those of the correspond- 
ing period of last year.” 


Quaker City, Fairview & Freeport.—A company 
lately organized under this name purposes building a road 
from Quaker City in weteneray A County, O., on the Baltimore 


& Ohio, northward through Fairview to Freeport, a distance 
of about 17 miles, 


Quincy, Missouri & Pacific.—This company has now 
six miles of the extension from Kirksville, Mo., westward 
under contract, and recently advertised for proposals for 
grading nine miles more. . 


Red River & Rio Grande.—A contract for grading 25 
miles of this road from Denison, Tex., southwest has n 
let to Michael Coffey. The work is to be begun at once, and 
pushed as fast as possible. 


Rochester & State Line.—Some time since the direc- 
tors of this compony were served with a peremptory man- 
damus directing them to complete the fences along the road. 
The fences were not completed as ordered, and application 
was made to the Court to adjudge the directors in mmannat. 
Decision has recently been given in favor of the applicants, 
and a fine of about imposed on the directors. ferees 
were appointed to report by May 1 to what extent the order 
of the Court had been disregarded. 


St. Louis & Minneapolis Through Lines.—Two new 
lines have been ——_ between St. Louis and Minneapolis 
and St. Paul, and both have begun to run through cars 
daily. The first is by the Minneapolis & St. Louis, and the 
Burlington, Cedar Rapids & Northern roads to Burlington, 
Ia., and thence by the Chicago, Bur m & Quincy to St. 
Louis, the distance being 571. miles. e other is by the 
Chicago, Milwaukee & St. Paul to Mason'City, the Central 
of Iowa to Ottumwa and the St. Louis, Kansas City & Nor- 
thern to St. Louis, and is 589 miles long. 


St. Louis & Southeastern,—The Auditor’s report for 
January is as follows: 





St. Louis Kentucky Tennessee Entire 

Div. Div. Vv. Line. 
Gross earnings... $48,955.03 $24,306.78 $12,705.07 $85,966.88 
Expenses.... ... 40,802.09 21,655.03 10,403.09 = 72,860.21 
Net earnings. $8,152.94 2,651.75 $2,301.98 $13,106.67 
Per cent, of exps. 83.27 89.11 81.91 84.12 


1877, the entire line shows 


As compared with Ji ests a 
decrease of $5,290.04, or 5. r cent.,in gross earnings; 
an increase of $6,391.51, or 9. pad cent., in expenses, and 


a decrease of $11,681.55, or 47.1 per cent., in net earnings. 


St. Paul & Pacific.—Referring to reports as to the re- 
cent transfer of the bonds of this company, the St. Paul 
Pioneer-Press says: 

‘The Pioneer-Press is enabled to state from positive 
knowledge, upon the most conclusive documentary evidence, 
that the Canada and Minnesota es are now the owners 
of more than three-quarters of the bonds of the St. Paul & 
Pacific; and not only that, but at the request of the Dutch | 
holders of the small residue of bonds, the books have been | 
re-opened at Amsterdam for two more, in order that | 
all the bondholders may avail themselves of the opportunity 
to dispose of their bonds on the same so that within a 
few days the whole amount of outstanding bonds will prob- | 
ably be in the hands of the new proprietors. At any rate, they | 
are now absolute owners of uarters of the bonds of | 
every class, and co! uently, as soon as the foreclosure is per- | 
fected.of the St. Paul & P: i , the main line and all | 
its branches. That fact we know to be settled beyond perad- | 
venture. * * * To exti all real or pretended skep-_ 
ticism on this subject, it suffice to sa: t the financial | 
head centre of the new o tion which has succeeded to | 
the bondholders’ interest, is Mr. Stephens, the President of | 
the Montreal Bank, the wealthiest and most powerful finan- 
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| 
cial institution in North America, one of his chief associ 
ates in the purchase being Hon. Donald Smith, the Governor 
of the Hudson Bay Company, and one of the chief directors 
of that great bank. Mr. Stephens is one of the wealthiest 
men on this side of the Atlantic, and Mr. Donald Smith is 
also a very heavy capitalist, and their own means and credit 
are so great, and their connection with the great capitalists 
of England are such that they can unquestionably command | 
any financial scopes they may desire for any enter-| 
prise they undertake. Their great financial strength is suffi- | 
ciently indicated, indeed, by their ability to swing such a 
colossal transaction as the purchase of the twenty odd mil- 
lions of St. Paul & Pacific bonds, an achievement before 
which all competitors recoiled as beyond their strength, and 
though by the terms finally agreed upon they are not re- | 
uired to pay money down for the bonds, but to replace 
them with new bonds not to exceed $12,000 per mile, their 
ability to make such an arrangement is itself sufficient proof 
of the exceptional degree to which they command the con- 
fidence of the whole public. Such is the financial standing 
and character of the gentlemen whom Messrs. Hill and Kitt- 
son have enlisted to back them up and codperate with them 
in this great enterprise. More than that, through their in- 
fluential Canadian associations they have been enabled to 
obtain the support and coéperation of the Dominion govern- 
ment in the adjustment of their connections with the rail- 
road system of Manitoba. They have, in fact, effected a 
lease on favorable terms of the Pembina Branch of the Cana- 
dian Pacific, which the Dominion government is about to put 
under contract to be completed to the boundary line simul- 
taneously with the completion of the St. Vincent Exten- 
sion. 

‘“ We have deemed it proper thus to make public certain 
facts which have been long well known to us in regard to 
the financial footing of the new bondholding organization of 
the St. Paul & Pacific, in order to disabuse some of the an- 
tagonistic parties of misapprehensions which may lead them 
into a useless waste of their valuable time. It is immensely 
fortunate, we repeat, for the people of Minnesota, that this 
great system of railroads has fallen into the control of par- 
ties whose interests are identical with those of this State, 
and since these men are ready to put their money into the 
construction of these lines before they have a title to the 
pee rty and in face of the threatened forfeiture of the grant 

y Congress, the Legislature should relieve them of all un- 
necessary embarrassments from past hostile legislation, con- 
sistently with full justice to the actual rights and equities of 
other parties. More than that they ought not toask. But 
that they are entitled to, and it should not be denied them.” 


South Carolina,—This company last week called a meet- 
ing of the holders of its second-mortgage and non-mortgage 
bonds, It is said that a plan was to be presented for funding the 
second mortgage and plain bonds into a new bond for a smaller 
amount, and paying off the floating debt by monthly in- 
stallments. The second mortgage amounts to $3,000,000, of 
which $1,206,500 are in the hands of individual owners, and 
the remainder (with several coupons in arrears) is hypothe- 
cated at 50 cents on the dollar as security for the floating 
debt, which amounts to $1,000,000, The plain bonds are 
$1,118,000, and are all in the hands of the public. The pro- 
position is to scale the plain and the outstanding second 
mortgage bonds about 50 per cent., giving in exchange a 
25-year 7 per cent. mortgage bond, on which it is calculated 
that the interest could and would be regularly paid. 


Troy & Greenfield.—Manager Prescott reports to the 
Massachusetts Legislature the operations of this road, in- 
cluding the Hoosac Tunnel, for 1877, as follows: 





1877. 1876. Increase. P.c 
Passengers carried.......... 120,879 68,715 52,164 75.9 
Tons through freight........ 282,967 202,093 80,874 40.0 
po eae ere a ae 
The earnings of the road were as follows: 
EN ie a dncbedeahaas: 66054 niin mekaumnedsnenedien $46,825 | 
Ls 0s 2a bendieckhaaat aah elastin aiamahnaee 92,869 | 
EE. ig. 4:04 40a cabs bncsadebyN be ben eeketie ennai 4,446 
MN iy od dn ukienaadanareesas) MUACRRR weet ee $144,140 | 
SII a ais Ss piglg. canis chs bX enks ae Qenpeinian ea neahlesueee . 60,235 
III oo xecnkcaccinnvces o0seeeesessesabacteun $83,905 


The expenses are for maintenance and repairs, the trains 
being run by the Fitchburg Company, which pays tolls for 
the use of the road. The State runs only the construction 
trains. The principal works of the year were the building 
of the facade at the east end of the tunnel, and the comple- | 
tion of the little tunnel at North Adams, There remain un- 
expended of last year’s appropriations, $27,248, of which 
the sum of $10,000 is for a depot at North Adams. The 
report urges a speedy settlement as to the depots at Green- 
field and North Adams; also the policy of laying a second 
track now, when it can be cheaply done. 

The adoption of a fixed policy for the management of the 
road is urged. The through business passing through the 
tunnel has shown a fair rate of growth, anda  nasensey sg 
is expected with the completion of the Boston, Hoosac Tun- 
nel & Western road. Some improvements in relations with 
connnecting roads are needed. 

The latest proposition before the Massachusetts Legislature | 
with regard to this line is that the State build an extension 
from Greenfield southeast through Deerfield, Sunderland, | 
Amherst, Belchertown, Ware and West Brookfield to South- 
bridge, so as to connect with the Boston & Albany and the 





New York & New England roads, to draw inc business 
to the Hoosac Tunnel. 
Union Pacific.—At the annual meeting in Boston, 


March 6, resolutions were adopted acknowledging the neces- 
sity for a sinking fund to provide for the final payment of 
the Government debt, and expressing a willingness to an 
ticipate the debt upon any basis submitted by the Govern 
ment that is not a menace to present or future prosperity of 
the road. They declare that the company is not justified in 
accepting any sum in excess of $1,000,000 on a yearly 
payment to a sinking fund, such sums to include all 
claims, annual or otherwise, now made by the 
Government, and the board of directors is ad- 
vised not to accept any settlement that fixes a sum in excess 
of this amount. The board of directors are requested to es- 
tablish a volunteer sinking fund that will ultimately provide 
for the principal and interest of the Government debt, semi- 
annual contributions to it not to exceed $1,000,000. 

Some of the stockholders declared that the action of the 
Government in its dealings with the company for the last 
two years was unjust and unreasonable, and that while the 
company had carried out their contract with the Govern- 
ment the latter had failed to keep equally good faith with 
the road. 


Wabash.—This company has concluded a contract with 
the Illinois Central for an exchange of business. The St. 
Louis business of the Illinois Central will, under this contract, 
go by the Wabash instead of the Vandalia Line as heretofore, 
and the Chic: business of the Wabash will be sent over the 
Illinois Central. The exchange will be made at Tolono, IIl., 
and a through line between Chicago and St. Louis will be 
run, the distance by this route between the two cities bei 
285 miles,.or only three miles more than by the Chicago 
Alton. Under the new arrangement the Wabash, it is said, 
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| will also compete for business from Quincy and Hannibal to 


Chicago. 


Western North Carolina.—This company has bought 
10 miles of steel rails to be laid on the heavy des between 
the present terminus at Henry’s, N. C., and the summit. A 
heavy freight engine has also been ordered for the western 
end of the road. 

Wisconsin Central.—The suit of Seymour and others 
to enforce a judgment of $107,053 against the Phillips & 
Colby Construction Company has been withdrawn. In the 
notice of withdrawal the plaintiffs say that their judgment 
has been fully satisfied. 


ANNUAL REPORTS. 
Pennsylvania Railroad. 








The report for the year 1877 opens by showing the earn- 
ings and expenses and charges against income on_the three 
divisions operated directly east of Pittsburgh and Erie, viz. : 

lst. The Pennsylvania Railroad Division, embracing the 
main line from Philadelphia to Pittsburgh and the branches 
thereof, whether owned or leased, and covering a total length 
of line of 1,055 miles. 

2d. The United Railroads of New Jersey Division, em- 
bracing the lines between Philadelphia and Jersey City, be- 
tween Philadelphia and Amboy, the Belvidere Delaware 
road and all the branches of these several lines,covering 373 
miles of line, and the Delaware & Raritan Canal 66 miles 
in length. 

3d. The Philadelphia & Erie Railroad Division, between 
Sunbury and Erie, covering 288 miles of line. : 

These three divisions aggregate 1,782 miles of line, and 
show the following results for the year: 


I, PENNSYLVANIA RAILROAD DIVISION. 





Earnings: 1877. 1876. Inc. or Dec.  P.c. 
Gen. freights.$14,642,109.01 $14,539,784.46 Inc. * $102,324.55 0.7 
Miscellan’ous 

freights.... 77,286.51 113,308.28 Dec. 36,021.77 31.8 
First - class a 

passengers. 3,239,415.76 5,243,068.36 Dec. 2,001,652.60 38.2 
Emigr’nt pas 143,857.57 7,502.79 Inc. 16,354.78 12.8 
Adams ex... 313,118.43 302,791.17 Inc. 10,327.26 3.4 


76,589.72 32.2 
6,616.67 8.7 
34,075,36 22.8 


'$1,804,619.37 8.7 


U.S. Mails.. 
Mis. pas’ng’s. 
Rents........ 


314,716.64 
69,358.72 
183,593.61 


238,126.92 Inc. 
75,975.39 Dec. 
149,518.25 Ine, 





Total earn.$18,983,456.25 
Expenses: 
Conducting 
transport’n 
Motive pow’r 
Maintenance 


$20,788,075.62 Dec. 


457,148.87 9.8 
623,279.04 16.7 


4,189,253.99 


4,646,402.86 Dec. 
3,098,317.06 3,72 


721,596.10 Dec. 


of cars..... 932,525.52  1,192,638.80 Dec. 260,113.28 21.8 
Maintenance . 

of way.... 2,185,486.28  2,530,194.75 Dec. 344,708.47 13.6 
General ex- . 

penses..... 345,555.79 361,856.72 Dec. 16,300.93 4.5 





$12,452,689.23 Dec.$1,701,550.59 13.7 


 $8,335,386.39 Dec. $103,068.78 1.2 


Total ex. ..$10,751,138,64 








Net earnings $8,232,317.61 
Gross earn, 














per mile... 17,993.80 21,586.79 Dec. 3,592.99 16.6 
Net earn. per . 
ee 7,803.18 8,655.65 Dec. 852.47 9.8 
Per cent. of e “a 
expenses. . 56.63 59.90 Dec. 3.27 5.5 
II.—NEW JERSEY DIVISION. 
Earnings: 1877. 1876. Inc. or Dec. P.c 
General J 
freights ..$3,868,582.82 $3,951.890.96 Dec. $83,308.14 2.1 
Mis.freights 148,669.14 69,610.73 Inc. 79,058.41 113.6 
First-class = os : ae 
passeng’rs 3,653,571.06 —7,386,586.66 Dec. 3,733,285.60 50.i 
Emigrant = vs 
passeng’rs 30,822.50 55,680.34 Dec. 24,857.84 44.6 
Express.... 215,706.68 259,148.77 Dec. 43,442.09 16.8 
U.S. mails. 116,629.44 105,346.39 Ine. 11,283.05 10.7 
| Mis. passen- = a 
WONBs 0356. 30,145.94 34,544.95 Dec. 4,399.01 12.8 
PROM .isscs.  cencseerver 4,375.62 Dec. 4,375.62 .. 
Delaware & 
Raritan be. ane 
Canal.... 896,569.65 882,551.78 Inc. 14,017.87 1.6 
Tot’learn- - ABC 4. * a 
ings ....$8,960,697.23 $12,750,006.20 Dec. $3,789,308.97 29.7 
Expenses: 
Conducting 
transpor- on 
tation .... 2,543,356.35  2,818,524.22 Dec. 275,167.87 9.8 
Motive pow- im DR 
Oe er 1,422,579.96 1,919,780.01 Dec. 497,200.05 25.9 
Mainten- 
ance of A 
ee 474,306.21 554,554.07 Dec. 80,247.86 14.5 
Mainten- 
ance of F a : a 
way.....,. 1,240,202.20  1,556,483.95 Dec. 316,281.75 20.3 
General ex- a 
enses ... 69,649.76 67,445.92 Inc. 2,203.84 3.3 
Canal ex- ra 
penses.... 477,606.78 523,306.02 Dec. 45,699.24 8.7 
Total ex- 
penses..$6,227,701.26 $7,440,094.19 Dec. $1,212,392.93 16.3 





Net earn- 











DOME: op ox $2,732,995.97 $5,309,912.01 Dec. $2,576,916.04 48.5 
Gross earn. i 
per mile.. 20,411.61 29,043.29 Dec. 8,631.68 29.7 
Net earn. od 7 
per mile.. 6,225.50 12,095.47 Dec. 5,869.97 48.5 
Per cent. of dies i 
expenses. 69.50 58.35 Inc. 11.15 19.1 
Ill. PHILADELPHIA & ERIE DIVISION. 

Earnings: 1877. 1876. Ine. or Dec. P.c. 
Gen. freights. ..$2,638,697.55 $2,640,884.81 Dec. $2,187.26 0.1 
Miscellaneous 

freights...... 77,038.01 96,338.98 Dec. 19,300.97 20.0 
First-class - 

sengers. ae 371,153.44 524,947.18 Dec. 153,793.74 29.3 
Emigrant - 

sengers. — 1,409.12 1,483.67 Dec. 74.55 5.0 
Express........ 36,694.94 36,779.16 Dec. 84.22 0.2 
U. S. Mails..... 30,205.09 34,274.37 Dec. 4,069.28 11.9 
Miscellaneous A 

passengers... 17,794.55 17,464.37 Inc. 330.18 1.9 
ROME inc since. ccsesinde > 806.63 Dec. 806.63 .... 

Total earn’gs..$3,172,992.70 $3,352,979.17 Dec.$179,986.47 5.4 

Expenses: 

Conduc’g trans- % 

portation. ... 650,009.80 669,941.47 Dec. 19,931.67 29.8 
Motive power.. 562,740.27 641,642.79 Dec. 78,902.52 12.3 
Maintenance of rol A 

ECE ey 269,931.80 250,154.96 Inc. 19,776.84 7.9 
Maintenance of _ - 

PRS SP 566,945.47 626,706.70°' Dec. 59,761.23 9.5 

Tot'l expenses$2,049,627.34 $2,188,445.92 Dec.$138,818.58 6.3 
Net earnings. ..$1,123,365.36 $1,164,533.25 Dec. $41,167.89 3.5 
Gross earn. per a 

WM 6s tas sas 11,017.34 11,642.29 Dec. 624.95 5.4 
Net earn. per 

eee - 3,900.57 4,043.52 Dec. 142.95 3.5 
Per cent. of ex- 

'  PONSOS,.... 006 64.60 65.27 Dec. 0.67 1.0 
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The general income account for the year may then be 
summed up as follows: 


Net earnings, Pennsylvania R. R. Div., as above.... $8,232,317 61 
Interest received in cash............... $1,763.090.44 

“ “ in securities at esti- 
mated value. 














duns tale-eade <\oa20Reee 402,771.72 
——_——_———_ 2,165, 862.16 
Interest from branches for use of equipment....... 345,720.09 
MOORE y noi0s at pdnnadin.nnedvssasvashpghieeeateel $10,743,899.86 
Rentals of branch roads............... $588,784. 
Interest on equipment charged branch 
PE « wats une pittn iain diinl deivinn snectaeell 69,479.42 
Rental Harrisburg & Lancaster road.. 132,572.99 
Interest on bonded debt............... 3,313,185.60 
Balance of interest on unfunded debt. 252,949.24 
Interest paid State of Pennsylvania on 
account of purchase of main line.... 237,002.34 
Premium, exchange, commissions, etc. 85,996.76 
a 4,679,971.30 | 
Mes, Balance, Pa. BR BR. DA,.; -icsccnasuchaesSei $6,063,928.56 
New Jersey Division, net earnings. .. ..$2,732.995.97 
Interest in cash on investments........ 221,525.39 
Debeh wat... oes hk aR $2,954,521.36 
Dividends, interest, etc................ 4,398,523.13 
Interest on equipment, Belvidere Dela- 
WD SHINE so vg n.02 thb0 sinner ahannen 38,516.27 
Total charges..................+. $4,437,039.40 
Net loss on N. J. Diwiahom : .........ccsccccccsce $1,482,518.04 
INO fic. cc con sc 0nigoestssscksigeeeeeee $4,581,410.52 
Dividends paid, 34 per cent........... $2,410,457.00 
DeGD COE CUR GRURND Gs Sac cdcnssacderccsce 175,619. 





—— 2,586,076.01 

°$1,995,334.51 
975,026.31 

"$1,020,308,20 

The Philadelp hia & Erie account is as follows: 

$1, 123,365.36 
239,189.90 


MORRIE... sccncbsnneesedss onto onsen deen 
From which may b? deducted net losses on con- 
trolled and guaranteed companies, as given below 


Bet CRED . 2 sk did: Gide. sos cantacemeeeraueee Meee 
Interest charged for use of equipment 


NES 60 DO WINN. «.. 0. ccc sspeeesudee ease $884,175.46 
Paid Phila. & Erie Co. as rental ..................... 884,175.46 


A further advance of $43,385.69 to pay interest was made 
to the Philadelphia & Erie Company, and included in income 
account above. 

The following changes have been made in the profit and 
loss account of the company, in order to place its financial 
condition on a more conservative basis, 


Amount to credit of income account for 1877....... 
Add amount to credit of profit and loss, Dec. 31, 


1876 


$1,995,334.51 
10,054,197.03 


$12,049,531.54 
Add amount realized from old accounts and assets.. 461,868.40 


$12,511,399.94 

Against which were charged off during the year 
the following items: 

Reduction in value of securities .,............see008 

Sundry accounts charged off as of no value ........ 

Sundry securities transferred to suspense account 











$7,910,387.90 
941,633.95 


Ome Oe IEE WOUND soa ocak. oc + sca cancmtanel 1,246,235, 86 
Loss in operating Elmira, Chemung & Canan 

Line (divided equally with Northern Central Rail- 

WO Pick coeevspevtdiecs cbasdeasccassesereecerentes 65,770.23 


Total 10,164,017.94 
Balance to credit of profit and loss, Dec, 31, 1877.. $2,347,382-00 
In the report for 1876 the amount estimated for construc- 
tion and equipment purposes, and for real estate, for the 
year 1877, was stated at two millions of dollars. The 
amount actually expended was, $847,903.98 for construc- 
tion; $75,489.67 for equipment; $218,340.32 for real estate; 
$184,644.11 for new work on branch and controlled lines; 


total, $1,326,978.08, of which $84,695.20 for construction, | * 


and $77,688.16 for real estate, was on the United New Jer- 
sey lines. The real estate expenditure was chiefly for pur- 
chase of a yperty from the Empire Transportation Com- 
pany. © expenditures on branch lines included the com- 


pletion of the Columbia & Port Deposit road and the exten- | 


sions of the Southwest Pennsylvania and the Lewisburg, 
Centre & Spruce Creek roads. These payments were made 
without adding to the bonds or capital stock of the com- 
pany, the necessary funds being provided out of assets of the 
company. 

The general comparison of earni: 


ngs and expenses of all 
lines is as follows: 








| The Susquehanna Coal Company had gross receipts of 
1877. 1876. Decrease. P.c. | $1,435,477-79; net, $108,178.98; interest and depreciation 
Gross earn. ..$31,117,146.18 $36,891,060.99 $5,773,914.81 15.7 | of property were $229,663.81, leaving a loss of $121,484.88. 
Expenses . 19,028,467.24  22,081,229.34  3,052,762.10 13.8 | e Summit Branch Com had gross ——_ of | 
yw = ge $1,016,177.91; net, $110,277.08; charges, $83,009.71, 
equipment... 1,904,261.25  1,975,445.87 71,184.62 3.6 — a “mend og th pit with ings of | ing req 
Total........ $20,932,728.49 $24,056,675.21 $3,123,946.72 13.0 $818,687.68, showe a net loss of sl dans 2 
_—_ e ine Railroad Mining mpany earned $856,- 
Net earn. ...$10,184,417.69 $12,834,385.78 $2,649,968.09 20.6 | 655.89 gross, and $47,399.97 net, one-third of which belongs 
The gross earnings per mile received from 858 miles of | the Pennsylvania Railroad Company. 
: inn 4 m7 . 5 F The total to from the coal rties controlled was 
Main Line in 1876, were $51,916.92, and in 1867 were 1,159,720 fee y be 126,22. 


$46,773.35, showing a decrease per mile of $5,143.57. 
The earnings of the branches in Pennsylvania, 697 miles 


in 1877 and 605 miles in 1876, were: 
1877. 1876. Increase. P.c. 
Gross earnings. . . ..$2,238,597.80 $2,201,838.61 $36,759.19 1.7 
Expenses and rent- 
ee eer 2,121,556.58 2,116,352.14 5,204.44 0.2 
$117,041.72 $85,446.47 $31,554.75 36.9 


The working expenses of the different lines have been the 
following percentages of the gross receipts for two years: 





Net balance 





Pennsylvania R. R. Div. ee ie eS | ee ee eee ee 
BORE, EMD, o.oo oneccacevcescevecesscscscpsaccet 55.47 58.70 interest 
uae ak one bepashen a ee 56.63 59.90 & other 
ni a8 0: ew Jersey. cha 5 5 
— ca postnceas ess dj dcechge beaeneanes on 58.30 S Leese mies 
DUI, OOMIRE soos oi. cece wess Seebbes -30 56.90 profit $71,917.86 
Del & Raritan Canal..............c0cccceee 5 Sad r 
sigpae ar ogre » The lines controlled but not wi including the 
The increased pereenioge on the New Jersey railroads in | §t. Louis, Vandalia & Terre Hau St. Louis, 
1877 was due to the heavy falling-off in fo: receipts as | St. Alton & Terre pids & Indiana 
compared with the Centennial year. and Cin: ti, Richmond & Fort Wayne, show the follow- | 
The traffic statements are as follows for all lines east of | img result: 
Pittsburgh and Erie: Gross earmingS...........2.2.sseceseeee PPT Ty at $3,954,418.61 
Passengers carried: Rentals, interest, cte..........20.02.1.."1721,900-11 
1877. Inc. 0 P.c. 4,545,759.62 | 
Main line & br's. 5,129,931 6,926,016 Dec. 1,796,085 25.9 meena | 
United N. Jersey 384,725 10,745,790 Dec. 3,361,065 30.3 Madi 2 SUES Ke ee $591,341.01 | 
Phila. & Erie... 493,176 691,561 Dec. 198,385 28.7 —— peep A Pennsylvania Company.... ... eed 
<ntomy as VO. ccocccecovedade Beccccccecsccoeds . 
Dotal ..... 13,007,832 18,363,367 Dee. 5,355,535 29.2 | » yy ee 


Passenger mi : 
Main line &br’s. 143,153,521 288,312,089 Dec.145,158,568 50.3 
United N. Jersey 143,132,968 312,471,059 Dec.169,338,091 54.2 
Phila. & Erie... {2408281 20'495°613 Dee. 


9,950,372 44.4 
623,208,761 Dec.324,456,031 52.6 





Total...... 298,752,730 


___. | bound showed an increase of 201, 


THE RAILROAD GAZETTE. 


| ‘Tons freight carried: 





| Main line & br's. 9,738,295 9,922,911 Dec. 184,616 1.9 

United N. Jersey 3,962,523 3,912,972 Inc. 49,551 1.3 
| Phila. & Erie. ... 2,681,450 2,517,470 Inc. 163,980 6.5 
| Del. & R. Canal. 2,023,443 ,897,708 Inc. 125,735 6.6 
| otal...... 18,405,711 18,251,061 Inc. 154,650 0.8 


T 
| Ton e mil 


| Main tine & br’s. 1,494, 798,198 1,629,742,021 Dec.134,943,823 8.3 


| United N. Jersey 256,134,099 251,606,474 Inc. 4,527,625 1.8 
Phila. & Erie.... 335,727,141 340,390,703 . 4,663,562 14 
Del. & R. Canal. 93,800,450  87,814.458 Inc. 5,985,992 6.8 





Total. .....2,180,459,888 2,309,553,656 Dec.129,003,768 5.6 


The average earnings and expenses per passenger and per 
ton per mile in 1877 were as follows: . 


| 


Penn. R.R. United Phila. & 
} Division. New Jersey. Erie. All lines. 
| Miles of road.....1,055 373 288 1,716 
Per passenger per mile : 
| Receipt...........2.363 cts: 2.225 cts. 2.989 cts. 2.323 cts. 
i Saree: SS 1.670 * 3.444 “ 1.734 “ | 
Net earnings..... 0.612 “ 0.555 “ *0.455 * 0.589 “ 
| Per ton per mile: 
| Receipt........... 0.980 *“ 1.510 “ 0.786 * 1.013 “* 
ee 0.552 “ 1.159 “ 0.483 “ 0.615 “* 
| Net earnings.....0.428 “ 0.351 “ 0.303 “* 0.398 “* 
| * Loss. 


The report says: ‘‘ Of the 9,738,295 tons moved upon the 
Main Line, 1,307,787 were through freight and 8,480,508 
local freight. It will be seen from this statement that’ the 
local freight of the line was more than six times the amount 
of the through tonnage, so that much the larger portion of 
its revenue is derived from its local business. The volume 
| of east-bound tonnage was more than double that of west- | 
bound, although there was a decrease in east-bound through 
freight of 22,%); per cent., or 303,208 tons, and in local of | 


263 tons. e decrease in pany tonnage occurring | 
eg ht rt of the year was due to the short crops | 
of 1876, and to the complete embargo placed upon the move- 


Po! 
ment of freight through Pittsburgh for ten days by the riots | 
occurring in that city in July last. The decrease shown in 
east-bound local freight was in petroleum and gas coal; the | 
coke traffic east is steadily increasi: awe local trade west 
ms. 

“* The road-bed and track of your Main Line are in even | 
better condition than in 1876. The entire track is now laid | 
with steel rails of 67 pounds to the yard and can _ be main- 
tained in the future at the minimum cost. On the Main Line | 
and branches 4,028 tons of steel rail and 244,699 ties were 
used in _— and enone a and nw ties = 
construction ering the year. e bridges received espec 
attention. * z 

“In consequence of the destruction of your property at | 
Pittsburgh a new passenger station was built at that point | 
and a transfer station at Twenty-sixth street. The round 
house at Twenty-eighth street was rebuilt and another for | 
passenger engines is now being built west of Thirty-third | 
street. Shops for running a gree ye almost completed west | 
of Twenty-eighth street, and such arrangements have been | 
made that the traffic to and from that city will be handled | 
promptly and economically. * * * 


‘“‘There were rebuilt in the shops of the ey: 
and 729 box and coal cars, to fill vacant num 
in addition thereto, 7 passenger, 3 postal, 3 and 
2 combined passenger and baggagecars. The car pment | 
was increased by the addition of 17 four-wheeled cabin cars 
and 11 postal cars. oe 

‘The large saving shown in the operation of the Main 
Line, and also of the New Jersey Division, is due mainly 
to the great improvement which has been effected in the past 
few years in both road and equipment. 

‘On the New Jersey Division 2,008 tons of steel rail and 
303,984 ties were placed in the track. The work of improv- 
ing the line aoe the a Cut is being carried forward | 
and advantage taken thereof to secure material for the line, 
which is now stone-ballasted from Jersey City to Elizabeth. 

* * * * * * * * 
“The condition of the Philadelphia & Erie Division has 
been fully maintained throughout the year, and a number of 
improvements made for the better accommodation of the 
traffic. 5,156 tons of steel rail and 156,726 ties were placed 
in the track. The west-bound toi ; 
gratifying increase, both through local, the latter prin- 
cipally in anthracite coal.” 

e results of the year for the Pennsylvania Canal and the 
various coal properties, were as follows: 

The Pennsylvania earned $299,915.14 
$146,794.68 net; interest payments were $185,400, making 
a loss of $38,605.37 


24 en- | 
rs, and | 





| 


from 1876. Low 
ices and extraordinary expenses for repairs account for the 
results of the year. 
LINES WEST OF PITTSBURGH. 
The total earnings of the lines worked and controlled di- 
rectly by the Pennsylvania Company were: 
Setel 1877. 1876. Inc. or Dec. P.c. 
ota 


earn. . ..$23,042,574.15 670,150.30 Dec. .$1,627,576.15 6.6 
Expenses. 15,044,982.34  17,414,507.55 Dec.. 2,369,525.21 13.6 











Loss west of Pittsburgh..:..,.....;+0+++-++ cw $114,128 41 | 
. The report : “The amount of $289,590.66 
into the sinkime fund for the redem of 
gages on the lines west of during the year 1877, 
The amount of betterment expenditures during the year | 





of that line shows a | 


and 
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on all these lines was $246,246.03, and the Pennsylvania Com- 
pany received on account thereof and of expenditures pre- 
viously made, $717,375.08 in betterment securities and cash, 
leaving a balance still due the Pennsylvania Company on 
that account of $388,726.61, which will be received almost 
entirely in stock of the Fort Wayne road and Cleveland & 
Pittsburgh bonds. 

‘The bills payable of the Pennsylvania Company amount- 
ed at the close of the year to $2,933,699.99, 

“Large amounts of steel rail were laid during 1877, em- 
bracing 8,887 tons on the Fort Wayne road, 1,505 tons on 
the Cleveland & RPittsburgh and 6,168 tons on the Pitts- 
burgh, Cincinnati & St. Louis, and the Little Miami road, 
aggregating in all 16,560 tons; also 1,120 tons on the St. 
Louis, Vandalia & Terre Haute, and 165 tons on the In- 
ee & St. Louis road; 3,297 tons of new iron rails 
were laid upon the Grand Rapids & Indiana road and its 
leased lines. 

‘The track and equipment of both your northwestern and 
southwestern lines were improved during the year and are 
in excellent condition to handle traffic. 

“The number of tons of steel rail laid on all the lines east 
and west of Pittsburgh, owned, controlled or operated by 
your company was 31,617.” 

An increase of equipment has been provided for by a car 

st. 


During the year the former mortgage of the Pennsylvania 
Company was canceled and a new mortgage for $7,000,000 
execu To secure $3,200,000 bonds issued to fund its 
floating debt, the company has deposited 40,000 shares of 
Pittsburgh, Fort Wayne & Chicago stock with the Philadel- 
ee Trust Company, 14,181 shares being received from the 

ennsylvania Railroad Company in exchange for other se- 








curities, Z 
The traffic of the lines west of Pittsburgh was as follows: 
1877. 1876. Inc. or Dec. P. c, 
Passengers 
caried.... .. 7,753,123 7,030,359 Inc.. 722,764 10.3 
Passenger 
—~ 7 Aveda 944,344,440 259,353,848 Dec .15,009,408 5.8 
Tonsfr'tcar’d 14,870,384 12,129,970 Inc.. 2,740,414 22.6 
Tonnage mile- 
age..........1,459,762,931 1,373,123,363 Inc. .86,639,568 6.3 
The operations of all the lines directly operated east and 
west of Pittsburgh were: 
1877. 1876. 
Passenger mileage. .............+++ 543,097,170 882,562,609 
Tonnage mileage. ... - .3,640,222,819 3,594,862,558 
Gross earnings...... . $54,159,720 $61,561,211 
Working expenses.... ............5. 34,022,329 39,495,737 
Net enrmingS......i.ccccccese. $20,137,391 $22,065,474 


The report then gives in some detail the operations of the 
controlled lines, including the Northern Central, the Balti- 
more & Potomac, the Alexandria & Fredericksburg, the 
Richmond & Danville, the Cumberland Valley, the Alle- 

~ 4 Valley, the Pittsburgh, Virginia & Charleston and 
the est Jerse 


y. 

The Camden & Philadelphia Ferry earned $14,058.82 over 
all expenses and interest. 

The — further refers at length to the purchase of the 
Empire Transportation Company's property and the trans- 
actions connected therewith. 


GENERAL REMARKS. 


“The various plans adopted by the trunk lines during 
many years past to secure reasonable remuneration for the 
work done by them failed to accomplish the desired results, 
and it was found that no system which Hg wg mee J left the 
making of rates and the actual control of the business in the 
hands of irresponsible agents could be permanent. An 
arrangement was therefore entered into on the Ist of July 
last, between the four roads out of New York, by which the 
business from that city to points at or west of their termini 
was divided between them upon the basis of the actual vol- 
ume of traffic which the roads had secured under open 
competition. As a result of this agreement all west bound 
shippers have been placed on a perfect equality, and 
thus a fruitful source of complaint. has been 
removed, and, the rates now charged being be- 
low the average for the last five years, has made it evident 
to transporters that no attempt will be made by reason of 
the co-operation between the roads to exact unreasonablé 
| charges. It is believed that the system adopted has not 
only yielded better returns to the companies, but that it will 
| also, when fully tested and understood, secure, as it should, 
the support of all mercantile communities. Mr. Albert 
Fink, long connected with the Louisville & Nashville and 
other important railways of the country, and thoroughly 
versed in all matters connected with tr vortation, was 
appointed the Commissioner of the trunk lines, with his 
office in New York, and under his supervision all matters 
relating to the arrangement are conducted. The western 
lines, with a view of reaching like results, appointed an Ex- 
ecutive Committee, through whom east-bound rates were to 
| be strictly maintained; the Presidents of the trunk lines be- 
i uested in case of the failure of any western road to 

maintain the rate, to charge full local rates on its shipments. 
| on their way to the seaboard, and endeavored in other ways 
to effect a permanent settlement of the differences constantly 
arising between them in regard to the maintenance of the 
| traffic charges. It has, however, been found impracticable 
to secure the result aimed at through the course adopted, and 
for some time past, although the roads have been unable to 
| furnish the necessary facilities for the heavy traffic pressing 
upon them, the east bound rates have not been fully main- 
tained, and the roads have been thus prevented from earn- 
ing the revenues to which they were justly entitled. 
| It is hoped and believed that the experience of the trunk 
lines will satisfy their western connections that the only true 
remedy for the present difficulty is to adopt a system on 
| east-bound traftle similar to that prevailing on west-bound 
traffic out of New York. There is no ical difficulty in 
| fixing upon the proportions of competitive traffic to which 
each of the lines may be entitled from the several important 
| trade centres of the West. Should this be accomplished, all 
| east-bound shippers will be placed on an entire equality, dis- 
criminations avoided and the business of the country con- 
ducted on a regular basis, much fairer to alj {j;**7°** thaw 


the oe, heretofore —— 
“In consequence of continued depression in all - 
| dustries of the country, ss further decrease of a 
| your board made a reduction of 10 per centum in the com. 
ee of all officers and employés, taking effect from the 
| 1st of June, 1877. It was hoped that this measure would 
| be but a temporary one, and that with a revival of busi- 
ness, your company would soon be able to pay in- 
pron compensation, and give full time a em- 
oreo to all the men. It was clearly understood 
t a larger number of employés had been retained in the 
service than could be fully employed in the buiness of 
company, but your officers, kno 
that must have resulted from the dismissal of a 
ber of men, endeavored to avoid this by dividing work 
all, and thus giving each one a chance at least to earn 
ood. The plan was also desired by many of our old- 
sien were kept upon your comp ny's ols, «gre maiiy 
y’s rolls, a t majori 
of whom were steady, industrious and reliable, fg 


} 


the individual pF bt 
f num- 
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their long connection with your lines were closely identified 
‘with your inte and proved themselves thoroughly loyal 
to the company. e reduction of wages referred to was 
not only necessitated upon your lines, but the same course 
was pursued by other leading lines of railway, and also b 
the business men of the country engaged in commercial, 
manufacturing and industrial pursuits. 

‘‘Unfortunately, some the men in the service 
of the various a instead of codperating with 
the companies and influenced by a_ public sentiment 

revailing in certain localities and the action of 

»ad men connected with other branches of business, 
took advantage of the opportunity thus offered them to stir 
up a feeling of discontent among their comrades, and finally 
incited them to commit such acts of lawless violence as had 
never before disgraced the railway service of the country. 
The action of your company, as above stated, not having 
been appreciated, it has changed its policy, and now has in 
service only the number of men to whom employment for 
nearly full time can be given, and who therefore earn better 
wages than they did under the system pursued prior to the 
troubles referred to. It is hoged that the present depression 
will soon end, and that with improved results a higher rate 
-of corapensation can be paid to your employés. 

‘‘In this general connection your board desire to state 
they now have under consideration a plan for the organiza- 
tion of a fund for the benefit of such of your employés as 
may be disabled, killed, or superannuated in the service, 
- which, itis believed, will strengthen the relations between 
the company and the men, and establish, on a firm basis, the 
common interest that exists between them. 

‘Your attention has already been directed in this report 
to the outbreak at Pittsburgh, on July 19, causing the entire 
suspension of the freight traflic at that point for a period of 
10 days. In addition to the t loss of revenue thereby sus- 
tained by the company, millions of dollars’ worth of valu- 
able property were totally destroyed by fire. As soon as 
the trouble began the authorities of the city of Pittsburgh 
were notified, and their aid invoked to suppress the distur- 
dance. Their efforts proving unstacceast , the Sheriff of 
Allegheny County, in accordance with law, made a requisi- 
tion upon the Governor of the State for a military force, 
which was promptly furnished. In endeavoring to restore 
order a colliatom occurred between the troopsand the mob on 
the afternoon of July 21, in which several of the soldiers 


and a number of the rioters were killed and wounded. The 
joined by large numbers from the various | 


rioters were then j 

manufactories and mines in the cit. 
vicinity, and further reinforced by the idle and vicious 
classes which exist in all 1 communities, and 
which were attracted to the spot by the opportunity offered 
for plunder and pillage. On the night of July 21-22 the ter- 
rible destruction of property occurred, which is particularly 
stated hereinafter, and the movement of freight trains 
through Pittsburgh napa | revented. This stateof things 
continued practically until the night of the 28th of July. 
During the interval, Governor Hartranft, having reached 
the city, assumed command of the State troops, which had 
been reinforced by detachments of United States regulars 
and marines forwarded by the General Government on the 
Governor’s requisition. e Governor at once inaugurated 
the most energetic measures for the restoration of and 
order, and arrangements were made through which the 
freight traffic of the road was resumed on the following morn- 
ing, and many of the ringleaders in the late disturbance were 
promptly arrested by the civil authorities. By that time the 
citizens of Pittsburgh, appreciating the responsibility rest- 
ing upon them, had taken measures to strer en the hands 
of the civil authorities to enforce the law an 
and thus enable the public to resume their business without 
further molestation. 


of Pittsburgh and its 


‘A large force was immediately put to work to remove | 


the débris of engines, cars, tracks and buildings which cov- 
ered the ground from Washington street to Thirty-third 
street, between which points the Com had lost all its 
shops, engine-houses, offices, depots and all other property 
capable of being destroyed by fire, including the Union 
Depot and Hotel; in short, every one of the thirty-nine 


buildings owned by it except the oil house on Twenty-eighth | 


street. In this destruction were included 104 locomotives, 
46 passenger cars, 506 ey cars, the whole loss aggre- 
gating about $2,600, . In addition thereto, the actual 
revenue lost by the company, through this stoppage of its 
traffic, is estimated at $1,000,000, and the value of the mer- 
chandise in transit destroyed at from $1,000,000 to $1,500,- 
000. In addition thereto, 20 passenger and 861 freight cars, 
together with their contents, and valuable buildings belong- 
ing to your Western lines were destroyed, and a large 
amount of property belonging to outside companies and in- 
dividuals, including the large grain elevator at Pittsburgh, 
so that the entire loss will probably ex ,000 

“In accordance with the laws of Pennsylvania, suits are 
being instituted against the county of Allegheny to recover 
the damages thus sustained by your company and by other 
companies and individuals, and no doubt is entertained that 
the amounts found to be due will be recovered. Pending the 
settlement of these claims, ~ board has not deemed it ex- 
sewn . reduce on your ks the value of the property 
destroyed. 

' The same = of revolt which prevailed at Pittsburgh 
existed also at Derry, Johnstown, Altoona, Harrisburg, Col- 
umbia and Philadelphia, and at Erie and other points, but 
no property was destroyed or violence committed at any of 
those places. At Harekiurg and elsewhere the law-abiding 
citizens of the several communities Syey f united to en- 
force law and order, and deserve credit for the prompt and 
vigorous action taken by them. At Philadelphia especially 
the company and the community at large were greatly in- 
debted for immunity from loss and for the preservation of 
order to the admirable and energetic conduct of his honor, 
Wm. 8. Stokley, Mayor of the city, and the services of the 
large and excellent police force under his charge, to whom 
too much credit cannot be given. 


PROPOSED READJUSTMENT OF LIABILITIES. 
‘** Your board have from time to time considered the sub- 
ject of a readjustment of all the liabilities of the company 
on a lower basis of interest and of devising a plan for effect- 
ing it in a safe and permanent form that will enable your 
tines to meet the general interests of the country through 
moderate rates oft transportation. The fact that the rate of 
interest on capital invested in new enterprises is be 
steadily reduced in this country, and the still broader fac 
that the permanent charges for the use of capital in the fu- 
ture will, in the judgment of — rule much below the 
rates that have prevailed in the past and that now measure 
the fixed charges of your own and most of the other lines of 
the country, present to the minds of your directors strong 
reasons why the process of a and steady reduction 
of these liabilities should now be commenced and be per- 
severed in, so that your financial position will be made very 
strong and your securities be free from the violent fluctua- 
tions that are caused from time to time by the vicious policy 
inaugurated by other interests upon competitive business. 
Your company will thus be enabled to handle that traflic at 
such rates as will always command for your lines a 
and increasing business, and make them useful and valua 
in the highest degree es andof one ve to 


your shareholders. portant ma’ has received 


restore order, | 
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! 
can be effected by the adoption of the following general plan, 
through which they believe the best interests of the share- 
holders will be permanently protected and promoted: 

“That there shall be appropriated from the net earnings 
of the company the sum of $100,000 per month, commenc- 
ing May 1, 1878, which sum shall be deposited in a satisfac- 
tory trust company in the City of Philadelphia, if arrange- 
ments can be so made which will be approved by the Board, 

| with which shall be associated two competent and responsible 
shareholders, as Trustees under a special trust, having for 
its object the purchase from time to time of the bonds and 
shares of other companies, which are ranteed by the 
Pennsy]vania Railroad Company, and also the bonded debt 
of the Pennsylvania Company except that portion of the 
Pennsylvania Company’s bonded debt, the retirement of 
which is already provided for by the special trust of that 
company hereinbefore stated. 

‘*The purpose being to ultimately reduce all the liabilities 
above referred to, the trust to be in such form as your board 
of directors, under the advice of competent counsel, may find 
to be best adapted to protect and promote the interests of 

| the stockholders. 

| ‘*For the amount of $1,200,000 per annum so appropri- 
ated from the net earnings to the trust, and such portion of 

| the sum that may be expended annually for construction 
and equipment purposes as will complete the amount of two 
per cent. per annum upon your capital stock, to wit, $177,- 
404, the shareholders to be entitled to receive annually scrip 
equivalent to a dividend of $1 per share, redeemable at the 

| option of the company, bearing interest at four per cent. per- 
annum, payable semi-annually, and in addition thereto the 
| balance of the net earnings in cash. 

‘*The income of the trust to be applied— 

| 1st. To the necessary expenditures of the trust. 

| 2d. To the payment of interest upon the scrip so issued to 
the shareholders, and 

| 8d. To the purchase from time to time of the outstanding 

| guaranteed and other obligations, as before stated. 

| The principal sum of the entire fixed obligations of your 

| company upon leased lines, and guaran’ securities, cov- 
ering 38, miles of well-located railway lines and 408 miles 
of — that are valuable to your own works, may be stated 

| as follows : 


| 


| United New Jersey Railroad and Canal Company 
including all companies in which it was concerne 
as a guarantor 
Pennsylvania Railroad Company: 

All lines east of Pittsburgh and Erie 

All lines west of Pittsburgh and Erie 95,360,351.45 


$178,016,293,11 
7,000,000:00 


$185,016,293.11 
Deduct amount of bonds redeemed and in sinking 
| fund 4,500,000.00 


| The balance of these fixed liabilities is............. $180,516,293,11 
The average annual interest and guarantee thereon 


is 7 4-10 per cent., or in round numbers _$13,400,000.00 


|To meet this obligation the net earnings for 1877 

| from the Western lines were 

| From all lines east of Pittsburgh and Erie, after 

paying interest on the debt of the Pennsylvania 
ilroad Company, and rental of its branch 

lines worked at their cost, for the same period... $10,844,833.19 


| $18,114,390.28 


$7, 269,557.09 


$4,714,390.28 
to meet the installments to the proposed trust, incidental liabili- 
| ties of the various ee and cash dividends uponethe capi- 
| tal stock of the Pennsylvania Railroad Company. 
“Tf the general plan proposed by the board shall be ap- 
proved by the shareholders, it would ultimately result in the 
| practical ownership of all the leased lines, or their assets and 
Gece liabilities, and as the scrip or debenture issued, 
ing 4 per cent. interest, would redeemable at the 
| option of the company, it would be released from the neces- 
| sity of raising large sums of money to meet maturing in- 
| debtedness. If the same plan were further continued, after 
| the liabilities above stated had been so reduced to a 4 per cent. 
| basis, the company could also reduce its own bonded debt to 
| the same basis, and if this is done it would then be enabled 
| 4 the same or even a less contribution to the fund, to pay 
off the scrip indebtedness which it had created, and the final 
| result would be that all your property would be held by you 
| practically free from bonded debt and liabilities, and would 
| embrace 3,912 miles of yer eens railway and 408 miles 
| of canal, controlling a large traffic, and — which it ought 
| always to earn for you reliable dividends. The company 
| would be tly relieved through the operations of the 
| trust, and the net earnings over the 2 per cent. represented 
| by the scrip could be devoted each six months to cash divi- 
| dends to the shareholders. Should it be deemed advisable, 
| during the operation of this trust, it is believed that the im- 
| proved financial condition of this company might enable it 
| to lace the amount of its present bonded debt at a greatly 
| reduced rate of interest. 
| ‘To illustrate the working of the trust, an appropriation 
| of $1,200,000 per annum, for a period of 30 years, would 
| enable it to own for the shareholders, through the purchase 
of guaranteed stocks and bonds at rates yielding 7 per cent. 
|revenue to the trust, and through the accretions thereon, 
| after paying interest on the scrip issued to the shareholders 
|outof the trust fund, not less than $73,000,000. If the 
| securities referred to could be purchased at rates ory 
| per cent. to the trust, then it would own at the end of the 
same period $94,000,000, 
| ‘This computation is based upon the difference between 
| the rates of interest ~ on the money used in the purchase 
|of the securities, and the earnings of the securities them- 
| selves; but the fund will be largely increased by the purchase 
| of these securities below par. If the average price of pur- 
| chase was 15 per cent. below par, then the fund | on the 7 per 
| cent. basis would be increased to 
| per cent. basis to $108,000,000. 
“The cost of these securities to the shareholders would have 
been $36,000,000, for which they would holdscrip, and upon 
| which they would be paid interest every six months, at the 
| rate of four per cent. per annum out of the trust fund. As 
| the last year of the trust shows an accumulation equivalent 
| to about $4,500,000, after the payment of interest on all 
| scrip issued, it will be seen that with its continuance and its 


| annual accretion, it will require a very limited term to ac- | 


|complish the results stated. 
| “The form of security which it is proposed to give to the 
| shareholders is very similar to that which has been created 
| by many of the English railways, as a representation of cap- 
| ital, is known asa terminable debenture, and which is 
| considered a satisfactory security. 

“Tt wi seen from a care’ examination 0 e plan 
| ‘It will be seen fro ful ination of the pl 
| pro , that its results to the shareholders would be to 

en! property more secure er its ex! 

their entire rt under its existing 
ar gar pe ive greater security in the future for the pay- 
| men rpset vidends and place an appreciating value 
| upon the entire capital stock of the company.” 


their earnest attention, and they are of the opinion that this 


$84,000,000, and on the 8 | 
| and the 


| through to the S 


[Marca 1, 1878 


The general account is as follows: 


$68,870,200.00 
First-mortgage bonds due 1880.... $4,970,000.00 
General mortgage bonds due 1900. 19,999,760.00 
Consolidated mortgage bonds due 
nn, PTS at ce ee 29,250,000.00 
Navy Yard mortgage bonds ......  1,000,000.00 
State lien on Main Line 4,572,110.31 
Mortgages and ground rents ......  1,311,576.91 
——  61,103,447.22 
Passenger balances due other 
ee a, aa 
Pay-rolls and vouchers for Dec. .. 
Bills payable...................000. 
Unclaimed dividends and scrip.... 
Sundry accounts due other roads. 
6,397,591.35 


3,895,584.00 


3,947,479.53 

2'347°382.00 

gi nae saa'ag 81401 €84.70 
© "81375,733.43 


United New Jersey securities, ap- 
praised value 

United New Jersey equipment 
transferred at time of lease 


Cost of road west of Harrisburg 

Philadelphia & Columbia R. R . 

Equipment: 938 locomotives, 595 
passenger and 183 baggage and 
mail cars, 17,378 freight and 
1,367 road cars and barges, tugs, 
etc., on canal 

Real estate 

Delaware River extension and ele- 
San SS. i hvac abew athe nk oh i: Nie 2,065,227.16 


17,470,569.72 


Total road, etc 
Stocks, bonds and 
cost 
Insurance fund 
Mortgages and ground rents re- 
ceivable 
Anthracite coal lands 
United N. J. securities...... 
United N. J. Equipment .... 
Fuel and materials on hand... 
Bills and accounts receivable 
Cash to pay January coupons..... 
Cash with agents and Treasurer. . 


investments, 
65,326,142.23 
0,000 


2'501,612.84 
7'040,592.37 


————_——_ $146,561,684.70 
The principal changes in the floating debt are the appear- 
ance of $1,500,000 bills payable. The stock is not changed 
from last year; the bonded debt is decreased by the payment 
to the State of $222,997.66. By a change in the Jim ow of 
keeping the accounts the mortgages and ground rents, for- 
merly deducted from the total of the real-estate account, now 
appear on both sides of the account. Profit and loss account 
en a decrease of $7,706,815.03, as before stated. The 
principal changes in assets are a decrease of $5,198,666.86 in 
the value of stocks and bonds owned; a decrease of 
$1,060,128.37 in fuel and materials; an increase of 
$459,882.96 in amounts due from United New Jersey and 
Philadelphia & Erie companies, and a decrease of 
$1,548,436.04 in that due from other companies. 


St. & Duluth. 


This company owns a line from St. Paul, Minn., to Duluth, 
156 miles, and leases the Stillwater & St. Paul road, from 
White Bear to Stillwater, 13 miles. Of the line owned 24 
miles, from Thompson Junction to Duluth, are owned and 
used in common with the Northern Pacific. The road, 
formerly the Lake Superior & Mississippi, was sold under 
foreclosure last year and bought bv the bondholders, who or- 
ganized the present company. The company has just issued 
a circular covering the operations of the year 1877, half of 
the year under the old and half under the new company. 

The capital account of the new company is as follows: 
Preferred stock issued $5,233,392.57 
Preferred stock to be issued for old first-mortgage 

bonds not yet exchanged 


Pau 


Total preferred stock ($35,603 per mile) 

Common stock issued 1,630,8 

Common stock to be issued for old in- 
come bonds 


56 


2,449,151.44 
4,080,000.00 


Total stock ($61,756 per mile) 

The earnings and expenses of the year were as follows: 
First half, Second half, 
Old Co. New Co. 
$216,345.16 $342,930.32 
174,656.98 222,408.89 
$41,688.18 $120,521.43 
Gross earnings per mile.. 1,280.15 2,029.17 

Net 7 . - 246.68 713.14 

Per cent. of expenses. 80.73 64.85 
The results of the first half year were as follows: 

Net earnings 

Land Department receipts 


Full year. 
$559,275.48 
397,065.87 
“aa .61 


se 


Gross earnings. 
Expenses 





Net earnings........ 


-82 
71.00 


$10,000.00 
22,181.14 
1,480 .66 
3,018.74 
25,007 .42 


Northwestern Equipment Trust. ...... 

Knife Falls Branch 

Interest and insurance 

Land Department expenses............ 
61,687.96 


Re ee eer rer epee eee ae ae $20,886.68 
For the second half year the income account was as fol- 
lows: 


Net earnings........... pebied seen vs Shibee 6s MS sana nein $120,521.43 
Land Department receip $38,108.33 
Less expenses 
9,732.39 
$130,253.82 
Insurance, interest, im: 
Knife Falls Branch 
Northwestern equipment trust 
Expenses of sale and reorganization...... . 


126,279.36 


| USO PECTS TT ETT eT Teer erry retry Kee ae $3,974.46 
The report refers to the completion of the Brainerd Branch 
iversion of the Northern Pacific business to that 
line. For 1014 months of 1877 this business yielded $144,835, 
or about 26 per cent. of the gross receipts. It further says: 
‘“‘ Notwithstanding this diversion of business, our receipts in 
November were $51,821.97, against $43,318.02 in Novem- 
ber, 1876. The loss of business is, however, one which will 
seriously affect our gross receipts. 
“The gn & St. Louis Railroad was opened 
te line of Iowa in November, 1877, giving 
a direct connection from your road to the railroads of Iowa; 
but it was so late in the season that no benefit was received 
from the connection during last year, though it is one which 
must tend to an increase of our business in the future. 

‘*The branch road to Knife Falls, so necessary to the de- 
velopment of the lumber interests of the —— , Was par- 
tially graded, as the work had to be done in the : months 
of summer; though the remaining work can now be finished 
at any time and completed on two months’ notice. The 
amount expended on this branch has been $13,664.71, and it 

| will require about $30,000 more to fully complete it, 





